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INQUIRY INTO QUESTIONS OF GENERAL INTEREST. 


(Decision taken by the Permanent Commission at its Meeting held on July 9th, 1938.) 


QUESTION I 


Methods used to speed up passenger trains and the resulting expenditure. 
In particular, operating by means of railcars 
and the financial results obtained by this method. 


SPECIAL REPORT 


by L. DUMAS, 
Directeur attaché a la Direction générale, French National Railways Company. 
The object of the present report is The general summaries, which spe- 


to put before the International Railway 
Congress Association general summaries 
on the question of speeding up the pas- 
senger services. 


Three reports have been presented : 


— Report by Messrs. T. W. Royte and 
F. E. Harrisson (Great Britain, India, Do- 
minions and Colonies, North and South 
America, China and Japan); 

— Report by Messrs. Roupr, Strose and 
FEssER (Germany, Bulgaria, Denmark, Hun- 
gary, Norway, Sweden and Switzerland); 


— Our own report (Belgium and Colony, 
France and Colonies, Greece, Italy, Luxem- 
burg, Holland and Colonies, Rumania. Jugo- 
slavia)._ 


cially apply to European Railways, are 
as follows : 


Summary I. 


The greatly increased. speed of the 
passenger services during the last five 
years in most countries is the result of 
competition from other methods of 
transport and the general desire for 
faster travel, both on the main lines and 
the secondary lines. 


For the European Railways taken as 
a whole, during the last five years, the 
daily mileage covered at overall speeds 
of more than 96 km. (60 miles) an hour 
between two consecutive stops has in- 
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creased more than fourfold [69 909 km. 
(43 440 miles) in July, 1938, compared 
with about 14557 km. (9045 miles) in 
January, 1934]. 


The table below gives the details of 
the daily European mileage worked at 
more than 60 miles an hour overall 
speed between two consecutive stops in 
January, 1934, and July, 1938, and shows 
that such mileage has been more than 
quadrupled during that period. 


Ist January, Ist July, 
ae 1934. 1938. 

mamas 
Km. |JJiles.| Km, | Wiles. 
Germany. . | 1800} 7 179 | 14 360} 8 923, 
Great Britain .| 4170] 2691 | 18 220) 11 322 
Belgium . 2299) 7 428 
Denmark. - was 1 369 851 
France 8 587] 5 3886 | 24 490/15 277 
Holland . 5 435] 3 377 
HUH 5 6 6 ve aie 3492) 2170 
Switzerland. . a se 244 152 
Total. |14 557] 9 046 |39 909] 43 440 


The than 


mileage worked at 
60 miles an hour is : 


more 


— 4.55 % of the total passenger train 
mileage in Holland; 
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—= 3.15290) 1p) France; 

== Zz % in Denmark; 

— 1.3 % in England and Belgium, and 
— 1 % in Italy and Germany. 


The maximum speeds have been great- 
ly increased during recent years, and 
are now : 


— 160 km. (100 miles) an hour in 
Germany — in the case of the high- 
speed triple railears (Schnelltriebwa- 
gen) on many lines — and in Italy (for 
the triple electric motor coaches known 
as « Electrotrains » on the Rome-Naples 
line) ; 


hour in 
of the 


— 145 km. (90 mules) an 
England for the steam trains 
lees: Se IRE Bhai! Ibe INiy 1B JRLe 


=='140 km. (87 miles) an? hour imn’Bbel- 
gium; France and Holland for the high- 
speed railcars, etc. 


The record overall speed of the F. D. t. 
16 Schnelltriebwagen service is 132.3 km. 
(82.2 miles) an hour between the two 
stops at Hannover and Hamm which are 
176.4 km. (109.6 miles) apart. 

The European services worked at 
more than 60 miles an hour are divided 
up amongst the different methods of 
traction as follows : 


Steam 


= traction, 
Km. 

Germany 6 000 
Great Britain 18 220 
Belgium. 1 965 
Denmark of 
France . G23 
Holland. 508 
Italy. 330 
Switzerland 

Total . 37 638 


icon — 


; Railears. 
traction. aa 


Miles Km. Miles. Km. Miles. 
3 728 500 311 7 860 4 884 
11 322 Roe ae 
Ligon y Z 334 208 
Ae oh ES 1 369 851 
6 912 3 840 2 386 9 527 5 920 
a 2985 1 855 2.450 Loe 
20541 F036 644 2 126 1321" | 
244 152 
23 388 8 605 5 848 23 666 14 706 
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On the other hand, according to the 
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« Institute of Transport », the mileage 


covered at speeds exceeding 112 km. (70 miles) an hour (all countries in- 


cluding the U. S. A.) is divided up as 
of traction : 


follows between the different methods 


= c Diesel 

_ Steam Electric : 
traction. traction. JOconI., 701 Total. 

railears. 
— kn. 570 4 300 4 870 
Germany . miles. 854 2 672 3 026 
Great Britain ‘ { km. l 168 1168 
{ miles. 726 +e 386 726 
non \ km. 1 536 290 Deol 7 063 
a *?) miles. 954 1S0 3 254 4 388 
ee { km. 112 210 2 848 3170 
France. "7 miles. ~0) 13 ei O 1970 
km. 3 386 500 12 385 16 271 

Total. : ne 

otal miles. 2 104 310 7 696 10 110 


This table shows that three quarters 
of the mileage covered at an overall 
speed of 70 miles an hour is worked by 
railcars or diesel locomotives. 

Finally, according to the same source, 
the mileage covered at a commercial 
speed exceeding 120 km. (75 miles) an 
hour is worked exclusively by diesel 


railears or diesel trains [Germany, 
2a ikem. (GE 2) nme) === AUG Sa 
C20) Team, (GUUNO7 isms) == lebeenanxeres, 


125 km. (78 miles) ]. 


Summary II. 


The speeding up of the passenger ser- 

vices on a great number of lines has 
been the result of a radical change in 
the traction conditions : electrification, 
or use of railcars. 
_ As a matter of fact, electric motor 
coaches and railcars, thanks to their 
light weight and high proportion of 
driving wheels, are particularly capable 
of rapid acceleration and retardation, 
and high speeds. 


The following table shows the length 
of the electrified lines of the European 
Railways on the 1st January, 1934, and 
Ist July, 1938, as well as the present 
percentage of electrified lines compared 
with the total length of lines in oper- 
ation. 


This table shows the great effort made 
to extend the electrification during the 
last five years in Italy (2347 km. 
= 1 458 miles of lines electrified), and in 
France (1180 km? = 783 miles). Tak- 
ing the European Railways as a whole, 
the total length of electrified lines has 
been increased by nearly one half. 

At the present time 73.8 % of the Swiss 
lines are electrified, 42 % of the Swe- 
dish lines, 28 % of the Italian lines, 
and 15 % of the Dutch lines. 

The Companies have appreciably 
speeded up their passenger services on 
the electrified lines by the use of mul- 
tiple-unit motor coaches [Germany, Eng- 
land, Belgium, United States (Pennsyl- 
vania R. R.), France (Paris-Le Mans), 
Holland, Italy, Switzerland, etc.]. 


| 149564 
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ER coo ae ee % of elec- 
Electrified lines. Difference Rod (ned 
Loree ore in relation 
— At Ist At lst 8 nae i to the whole 
January July to 1938) of the lines 
1934. 1938. . : worked, 
a EEE EEE REESE Sn 
 dsaig 2915 Belios + 248 5 % 
Germany i miles. 1801 1 965 154 
ee) ( km. 872 1 580 708 5.3 Fo 
Great Britain ) miles. 542 982 440 
{( kn. 4 44 0.9 % 
Belgium 1 miles. QV oT 
(isin 38 38 1.6 % 
Denmark ) miles. ey) 24 
5 \ km. Pa MIS) 3355 1 180 7.8 % 
Rs ") miles. 1 352 2 085 788 
km. 156 248 92 3.3 Fo 
Hungary } miles. 97 154 57 
{ km. 202 510 308 15.1 % 
Holland { miles. 126 317 191 
km. 2 453 4 800 2 347 28.2 % 
AS miles. 1524 2 982 1 458 
\ km. 194 Biai/f 143 9.2 % 
AOD IE } miles. 120 209 89 
/ km. DGS 3 350 1180 42.4 % 
GE miles. 1 352 2 085 733 
dans ({ km. 2 058 2 pe! 66 73.8 % 
Switzerland angie s 1279 1 320 i 
| Total ( km. 13 200 19 554 6 B54 
nia 1 miles. 8 203 12 150 3 O47 


The opposite table shows the slock 


of railcars owned by the various 
Managements in 1934 and 1938, as well 
as the percentage of the railcar mileage 
in 1938 compared with the total passen- 
ger mileage. 

This table shows that the stock of 
railcars is four times as large in 1938 
as in 1934, and that at the present time 
railcars work 41 % of the passenger 
train-miles in Denmark, 22 % in Italy, 
22 % in Hungary, 18 % in France, ete. 

The use of electric motor coaches and 
railcars makes 


possible the maximum 
acceleration, thanks to the high pro- 


portion of driven pairs of wheels; these 
units are also suitable for high maximum 
speeds, and are generally equipped with 


Stock of 3 S SS & So 
railears zg fo aw 
in in = 2 ae* & 
€ 2Q — ee = 
1934. | 1938. Seaae 
ue n 
Germany 172 524 352 7 % 
Belgium. 31 42 afl 5 of 
France ss 700 612 18 % 
Holland . 28 40 12 ll &% 
Italy. 95 579 484 22 %G 
Rumania 31 207 176 
Denmark 3 56 DY 41 % 
Hungary. 62 213 151 22. % 
Total.) 541 |2 361 |1 820 


powerful brakes making the retardation ~ 
effort proportional to the adhesion, and 
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even in certain cases independent of the 
adhesion (electro-magnetic brakes). 

In practice the electric motor coaches 
and railcars make it possible to obtain 
definitely higher overall speeds than in 
the case of trains hauled by locomotives. 

The following typical examples illus- 
trate the performances of these units : 


Starting 


! Altshom-Somua electric motor ceaches 

(French National Rys. Co.) 

Speed of 120 km. (75 miles) 
reached in 41”; 

Speed of 150 km. (93 miles) 
reached in 100”. 


an hour 


an hour 


Swiss Federal Rys.’ electric motor coaches: 
Speed of 120 km, 


(75 miles) an hour 
_ reached in 60”; 
Speed of 150 km. (93 

reached in 100”. 

Dutch diesel-electric sets 

Speed of 120 km. (75 
reached in 90”. 
Maximum speed reached during trials 

) 200 km. 
(125 miles) 
an hour. 


miles) an hour 


miles) an hour 


Italian Electrotrains . é 
German Schnelltriebwagen. j 


Summary Hl. 


Even when the traction conditions are 
not radically altered, it is possible to 
speed up the passenger trains consi- 
derably : 

(1) by making the locomotives work 
harder; 

(2) by 
trains; 

(3) by doing away with stops in cer- 
tain stations, or shortening the stopping 
times. 

During recent years, many Companies 
have increased the thermodynamic effi- 
ciency of their locomotives and stream- 
lined the locomotives intended for fast 
services. 

In addition, the present state of tech- 
nical knowledge makes it possible to 
lighten the construction of metal coaches 
very considerably. 


reducing the weight of the 
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We will deal in turn with : 

(1) Operating questions : 

(a) Elimination of useless stops; 

(b) Reduction of stopping times in 
intermediate stations. 

(2) Traction questions ; 

(c) Altering the existing locomotives 
in order to increase their power; 

(dq) Buying more powerful up-to-date 
locomotives. 

(3) Rolling stock questions : 

(e) The 
coaches; 


use of lighter passenger 
(f) Improving the brakes on power 
units or hauled stock. 


(a) The elimination of useless stops. 

In Holland, 148 stations have been 
closed to all traffic on the lines served 
by triple railcars alone. 


(b) Reduction of the stopping time 
in intermediate stations. 

In the United States and England, 
special importance is attached to reduc- 
ing the stopping time in intermediate 
stations. 

The Pennsylvania R. R. reports that 
through coaches forwarded by several 
trains in turn have been discontinued in 
order to avoid having to shunt them in 
the junction stations. 

In many cases the L. M. S. R. has 
given up adding a goods wagon to pas- 
senger trains. 

The L. Nv bE. Re has seduced) the num- 
ber of times locomotives are changed 
en route. 

(c) Increasing the power of existing 
locomotives. 

In France several thousands of loco- 
motives have undergone alterations, and 
had their power increased thereby, mak- 
ing them suitable for the speeded up ser- 
vices, both on the main lines and the 
secondary lines. 
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The alterations generally concerned 
the following points : 

—— improving the exhaust, which has 
made it possible to reduce the back pres- 
sure in the cylinders by 1/2 to 1/3; 

— increasing the superheat temper-~ 
ature, generally from 300 to 400° C. 
(572 to 752° F.); 

— increasing the section of the steam 
passages, generally by doubling them in 
order to reduce losses of pressure in 
the pipes and wiredrawing through the 
ports; 

— streamlining. 


Certain Managements, whilst recognis- 
ing the value of streamlining new loco- 
motives, do not think it advisable to 
streamline existing locomotives. 

The streamlining of locomotives in- 
tended for high speeds makes it possible 
to attach an additional coach to the 
train, according to several Railways. 


(d) The 
locomotives. 


building of new powerful 

Amongst the Managements consulted, 
only the British Railways have built a 
large number of powerful steam loco- 
motives for passenger trains during the 
last few years. 

In France, with an eye on the future, 
about ten new designs of powerful 
steam locomotives of various types are 
being built, most of them intended for 
high speeds. 

On the other hand, at the beginning of 
1938, France put into service two 4 000- 
H.P. diesel locomotives which have each 
run some 150000 km. (93.000 miles) to 
date and are a very interesting expe- 
riment. : 

In addition we wish to mention two 
new high-power electric locomotives : 
the German 8 000-H.P. locomotive and the 
Swiss 12 000-n.P. locomotive. 


‘e) Lightening passenger rolling stock. 
On most of the Railways, after rela- 
tively heavy metal coaches had been 
built, it was found advisable to try 
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and make them both lighter and more 
comfortable. 

In the United States the 1930 coaches 
weighed some 80 tons; those built in 
1939 weigh only 45 to 50 tons. 

In Germany the metal coaches which 
weighed 48 t. (47.2 Engl. tons) in 1934, 
and 39 t. (38.4 Engl. tons) in 1935, 
will only weigh 28 t. (27.6 Engl. tons) 
im 1939) 

In France, mention must be made of 
the 40 streamlined coaches built by 
Messrs. « Entreprises Charentaises », 
and the new lightened suburban coaches 
put into service in 1937 by the Eastern 
Area, which weigh 31.5 t. (31 Engl. 
tons), i.e. a weight saving of 10 tons 
compared with the original coaches. 


({) Improving the brakes. 

As it was not possible to alter the 
position of all the distant signals be- 
fore running the speeded-up_ services, 
the Railways have been led to improve 
the brakes, in order to enable the trains 
to be stopped in the usual distances (i.e. 
generally 1000 m. = 1100 yards). 

Many new types of brakes have been 
tested and subsequently adopted, most 
of them based on the use of high braking 
ratios at high speeds, ranging about 150 
or 200, and even 250 in the United Sta- 
tes. 


Summary IV. 


When the traffic is dense and there 
is a great difference belween the speeds 
of the different classes of passenger and 
goods trains, the speeding up of the 
passenger trains reduces the output ca- 
pacity of the line and considerably in- 
terferes with the other services. When 
the traffic is light, no difficulty is ex- 
perienced. 


Summary V. 


Before speeding up their trains, the 
Railways have generally had to attend 
to their lines : 

— by increasing the 
on curves; 


superelevation 
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— by improving particular points re- 
guiring speed restrictions; 

— by examining the bridges; 

— by correcting the level of the run- 
ning road. 

After the services have been speeded 
up, they must pay particular attention 
to the maintenance of the permanent 
way, especially as the modern light- 
weight rolling stock used so far has 
shown itself very sensitive to imper- 
fections in the track. 


The Reichsbahn has spent 106 million 
RM. during the last six years on making 
its permanent way more suitable for the 
running of high-speed trains. 

Switzerland is now using 36 m. (118 
ft. 1 1/4 in.) long rails, as are Italy and 
France (Algerian lines). 

hemi Mears a lveeandi lcs INS Baek are 
also using welded rails 36.50 m. (120 ft.) 
long with the particular object of in- 
creasing the comfort for passengers. 

Though certain Managements have 
not found it to be so, it would appear 
that permanent way maintenance costs 
increase slightly with the speed. 

In Germany, for example, it is estim- 
ated that such costs have been increased 
by 20 % during the last few years on 
account of the accelerations. 

The signalling has been improved in 
certain cases; in Germany and Switzer- 
land automatic train control and train 
stop are resorted to; the L. N. E. R. is 
installing pre-distant signals, whilst the 
Pennsylvania R. R. on the contrary is 
doing away with them and increasing 
the distance between the signals. 


Summary VI. 


Whilst endeavouring to speed up the 
services, the Railways should bear in 
mind the importance of comfort; the 
passengers want faster, more frequent, 
and above all more comfortable services. 

To assure the success of a new method 
of traction, by electric motor coach or 
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railcar, it is essential that the rolling 
stock used be faultless from the point of 
view of smooth running and the damp- 
ing out of noise and vibration. 


Summary VII. 


In order to please their passengers, 
many Managements kave been led to in- 
crease the number of services as well 
as to speed them up. 

This tendency has encouraged the ex- 
tension of electrification and railcars in 
recent years, seeing that with these two 
methods of traction, the additional train- 
nitle is Cheaper than with steam traction. 


On electrified lines, it does not cost 
much to increase the number of trains, 
especially when electric sets are used 
which make it possible to adjust the 
number of seats to the traffic (solution 
adopted in England, Holland and Swit- 
zerland, for example). 

On non-electrified lines, the railcar 
has made it possible to introduce addi- 
tional services at low cost. 

It should be noted that the four-wheel- 
ed railcar is now hardly ever used on 
standard-gauge lines for services run at 
more than 60 km. (37 1/2 miles) an 
hour. 

Various Companies are now building 
goods motor vans, special trailers, and 
even a diesel-electric railcar also equipp- 
ed with a pantograph enabling it to pick 
up current when running over electri- 
fied lines. 


Summary VIII. 


The use of single or double railcars 
has often given rise to serious difficul- 
ties for the Operating Department as 
regards meeting peak trajfic in a satis- 
factory way, in particular on secondary 
lines. 

The Managements using multiple-unit 
railcars, especially triple or quadruple 
railcars with 2nd and srd-class com- 
partments (Holland, Denmark), or 2nd 
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class only (Germany), on the other 
hand find no difficulty in dealing with 
peak traffic by coupling their multiple- 
units together to form sets of 6 vehicles 
(Germany), 8 vehicles (Denmark) or 
even 12 vehicles (Holland), so that the 
capacity corresponds exactly to the 
traffic. 

It is becoming more and more general 
to use single or double railcars which 
can be coupled together or haul trailers. 
It is now possible to couple up railcars 
with different types of drive, mechani- 
cal, electric or hydraulic (Germany). 

Whereas many Railways are extend- 
ing the use of railcars able to haul trai- 
lers (France, Germany) others are de- 
finitely against trailers (Italy, Belgium). 


bs 


Summary IX. 


Many Managements have been good 
enough to send us statements showing 
the comparative traction costs for rail- 
cars, steam trains, and electric trains or 
motor coaches. 


Such statements, which take the amor- 
tisation charges of the motive power 
and rolling stock into account, make it 
possible to set forth the following con- 
clusions : 


(1) Apart from the capital expen- 
diture on electrification, the cost per 
mile for an electric train is only about 
70 % of that of a steam train of the same 
capacity. 

(2) The cost per mile for a four- 
Wheeled railcar is about 30 % of that 
for a 3 or 4-coach steam train on secon- 
dary lines. 

(3) The cost per mile for a_ bogie 
railcar of light design without trailer, 
is about 60 % of that for the steam train 
on secondary lines. 

(4) The cost per mile for a _ bogie 
railcar with a trailer is about 75 % of 
that for the steam train, on secondary 
lines. , 
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(5) The cost per mile for a high-speed 
railcar is 50 to 100 % of that for a steam 
train of 4 bogie coaches for express ser- 
vices. 

Generally speaking, the cost per seat 
available in a railcar is higher than that 


of the corresponding seat in a steam 


train. 

In Holland, however, if has been 
found that the cost per seat available 
in the triplets, 2nd and _ 3rd-class, 
is only about 90 % of that for a seat in 
trains; three other Managements have 
reported similar findings in the case of 
other kinds of equipment. 


Summary X. 


The cost of the railcar-mile is relati- 
vely high on the one hand because of 
the maintenance costs, and on the other 
hand because of the amortisation 
charges. 

Maintenance costs are considerably 
reduced when the Railways own a rela- 
tively large stock of railcars strictly 
standardised [rom the mechanical point 
of view. 

The amortisation charges can be re- 
duced when the railears are so built 
as to have a long life and give a very 
high annual mileage. 

Experience would seem to show that 
the amortisation of the modern railcars 
ought to be calculated on a period of at 
least 20 years, and an effective annual 
mileage of 87 000 (140000 km.), corres- 
ponding to a daily mileage of 250 (400 
km.) per railcar of the whole stock. 


The annual mileages vary a great deal 
from one railway to another, according 
to the greater or smaller number of rail- 
cars not in regular working. 

The percentage of railcars undergoing 
heavy repairs is usually about 20 %, and 
may even be as much as 30 % in the 
case of extra-fast railcars (Schnelltrieb- 
wagen). 


The percentage of railcars in reserve. 


varies from 5 to 30 % according to the 
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Railways; some Companies accept the 
risk of failure of a railcar, which is be- 
coming more and more rare, whilst 
others prescribe a wide margin of 
safety. 


Summary XI. 


In the above investigation into the 
costs, the figures given only apply to 
the expenditure on traction, i.e. about 
60 % of the total cost of the passenger 
services. 

To complete this investigation, it 
would be necessary to put into figures 
the actual or possible effects of the dif- 
ferent methods of traction on permanent 
way maintenance on the one hand, and 
on the operating as a whole, on the other 
hand. 

As regards the operating for example, 
certain methods of traction should make 
it possible to obtain such economies as : 
reduction in the number of classes, sim- 
plification of the rates, tickets no lon- 
ger issued in the stations, but by the 
train staff, etc. 

It would also be necessary to estimate 
the additional receipts, with the diffe- 
rent methods of traction, resulting from 
the higher train frequency or the speed- 
ing up of the services. 

Finally, it would be necessary to 
estimate the advertising value of some 
of the speeded up services, which in- 
directly increase the railway receipts to 
an appreciable extent. 

To sum up, it would be necessary to 
investigate not only the traction costs 
for one particular service, but the re- 
ceipts and expenditure for a group of 
lines as a whole, taking into account 
the traffic lost to competilive methods 
of transport. 


Summary XII. 


The Reichsbahn has made a detailed 
study of the expenditure in terms of the 
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speed, and has been good enough to 
send us graphs showing the various jac- 
lors of the total cost in terms of the 
SDCCUM (sy. 

Certain expenses increase with the 
speed (locomotive maintenance and fuel 


consumption, permanent way mainte- 
nance), whilst other items decrease 
(train staff expenses, amortisation 


charges, etc.); for this reason the total 
cost of the train-mile reaches a certain 
minimum jor an average speed of 
80 km. (50 miles) an hour in the case 
of express trains. 

In this way the Reichsbahn has been 
able to prove that the speeding up of its 
passenger services has made it possible 
to make appreciable savings, quite apart 
from any effects on the traffic, and that 
the speeds now practised [73.4 km. 
(45.6 miles) an hour on the average jor 
the express trains] could be further in- 
creased with advantage. 

The Reichsbahn makes it clear that 
if its trains still ran at the same speed 
as in 1932, it would have had to spend 
27 million RM. more in 1938 on the 
passenger services than it actually did. 
This is such a large amount that when 
the interest and amortisation charges 
on the capital expenditure (106 million 
RM.) have been deducted, the Reichs- 
bahn is able to state that the financial 
balance sheet for train acceleration is 
definitely favourable. 


Summary XIII. 


The Managements who have speeded 
up and multiplied their passenger ser- 
vices, whilst assuring their comfort at 
high speeds, have in most cases been 
able to retain their traffic, and even 
been able to foster some new traffic, in 
spite of road or air competition. 


(*) See Report by Messrs. ROHDE, STROBE 
and Frssrer, Bulletin of the Railway Con- 
gress, June 1939, p. 555. 


Digitized by the Internet Archive 
in 2024 


httos://archive.org/details/rail-international_ 1939-07 21 7 
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INTERNATIONAL RAILWAY CONGRESS ASSOCIATION 


INQUIRY INTO QUESTIONS OF GENERAL INTEREST 


(Decision taken by the Permanent Commission at its Meeting held on July 9th, 1938.) 


QUESTION II. 


How should the problems of symplifying the working be considered, 
in the future, in the interest both of the public and of the railways? 


SPECIAL REPORT 


by E. DESORGHER, 


Secrétaire technique a la Direction Generale de la Societé Nationale des Chemins de fer belges. 


One of the problems discussed at the 
Paris (1937) Session of the International 
Railway Congress Association was « the 
economical operation of the main line 
railways’ secondary lines » (Question 
VII — Third Section). 

The Permanent Commission of the 
Association considered that it would be 
a’ good thing to keep the railways in- 
formed about the development of this 
question, as well as the results obtained 
and the new methods introduced or pro- 
posed since the last Session of the Con- 
gress. In view of the frequent deficits 
shown by railway balance sheets, the 
Commission also thought it advisable to 
extend the investigation into simplified 
working to all lines of the Systems. 

Three reports have been published : 


— Report (Main-line railways of Con- 
tinental Europe except Belgium), by 
Mr. GouRSAT (*); 


— Report (Secondary railways) by 
Dr. Gr. Uff. Pietro Lo Barszo. (2); 


(1) See Bulletin of the Railway Congress, 
June 1939. 

(2) See Bulletin of the Railway Congress, 
May 1939. 


— Report (English speaking countries 
and Belgium) by E. DESORGHER (?). 


The reporters collaborated in drawing 
up a questionnaire to be sent to the 
Managements concerned, according to 
the programme set by the Permanent 
Commission. 


This questionnaire consisted of two 
parts : the first covering important and 
average lines, and the second the se- 
condary lines. Only the second part was 
sent to the Managements of secondary 
railways. 

The summaries of these three reports 
are given below : 


I. General, 


The Railways are still suffering from 
a serious financial situation as the re- 
sult of : 


1. Ill-regulated competition between 
methods of transport; 


2. The obligations imposed on them, 
usually by statutory regulations dating 


(3) See Bulletin of the Railway Congress, 
April 1939. ; 
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back to a period when there was hardly 
any competition against the railway. 

The urgent need for a sound co-ordin- 
ation policy, giving each method of 
transport the traffic it has the best claim 
on in view of the advantages it can offer 
at a really lower cost, seems incontrover- 
tible. 


On the other hand it is the duty of 
the Railways to take every possible step 
to reduce their net costs, and consequent- 
ly to introduce in every field of their ac- 
tivity such measures of economy as are 
compatible with their legal obligations. 


Il. General organisation measures. 


Amongst such measures of economy 
are certain general steps, independent of 
the characteristics of the lines, for 
example : 


1. Systematic revision of all the fixed 
plant in order to bring it in line with 
the strict requirements of the working 
and simplify the service of such plant. 


2. Detailed study of the train working 
and shunting; permanent check on the 
extent to which passenger trains are 
used; increasing the paying load of goods 
trains; reducing the number of stops 
and shunting operations; concentration 
of all the train marshalling in a few 
large yards with up-to-date equipment, 
so that increased output can be ob- 
tained with reduced staff; use of trains 
hauled by light locotractors for serving 
small stations. 


3. Rational organisation of the work 
at all the stations by careful study and 
liming of all the work; avoiding all loss 
of time; mechanisation of ticket issuing, 
handling operations, and marshalling 
vards; simplification of the clerical 
work and formalities with customers 
(direct communication by telephone, 
banking accounts, etc...); combining du- 
ties, especially in the small stations, so 


BULLETIN OF THE INT. RaiLway Concress ASSOCIATION 


JuLy 1939 


that all the work can be covered by a 
smaller staff working to full capacity, 
the station premises being rearranged 
for this purpose, and being in addition 
more convenient for the public; use of 
temporary staff, or temporary transfer 
of men from one department to another 
(Locomotives and rolling stock, Operat- 
ing, Permanent way) to meet traffic 
peaks; contracting out certain work to 
private firms (cleaning, heavy handling, 
Gis) 


4, Reducing the duration of the ser- 
vice on the lines to the strict minimum. 


5. Only opening small stations at cer- 
tain hours of the day, as best suits the 
convenience of customers, who can, 
however, always obtain access to the 
loading and unloading platforms; cleric- 
al work for such stations taken over by 
a neighbouring managing station; repla- 
cement of the permanent staff at small 
stations with very little local traffic by 
caretakers, not on the permanent rail- 
way staff, but whose honesty can be 
relied upon and who will act as inter- 
mediary between the railway and its 
customers for a moderate compensation. 


6. Organisation of road services, either 
operated by the railway itself, or by 
contract, or by agreement with private 
undertakings, for carrying passengers in 
small numbers, and bringing goods of 
all description to the railway. 


Organisation of main-line railways. 


IIL. Classification of the lines of a main-line 
Company. 


Other measures of economy may be 
introduced on certain lines according to 
the amount of traffic carried. Most of 
the main-line Companies have grouped 
their lines according to the speed and 
traffic; such a classification has some- 
times been ratified by the public autho- 
rities. 


Juty 1939 


It includes : 


1. The « main-lines », i. e. important 
and average lines whereon the operation 
still follows the classic principles, and 

2. The « secondary lines » with little 
traffic, where simplified operation is 
generally in force. 


IV. Organisation of the services on the 
main-lines. 


The traffic over the main lines may 
be taken as consisting of two distinct 
kinds : 


1. Traffic between important centres, 
worked over the line for relatively long 
distances; 


2. Traffic to or from intermediate 
places, located at relatively short dis- 
tances from the neighbouring large sta- 
tion. 

In some cases this latter traffic is very 
light, and it is particularly affected by 
road competition. Certain Companies, 
as an experiment, have turned over this 
traffie to the road, either wholly or part- 
ly, as the road is often better able to 
cater for it, and in this way co-ordin- 
ation can be obtained between rail and 
road transport. 

Most of the Railways, however, still 
serve all the stations on their main lines 
by rail. 

Characteristic measures of 
for such lines are: 


economy 


1. The use (with adequate precautions 
to meet possible incapacitation of the 
driver) of electric traction, locomotives 
with internal combustion engines, and 
railcars, in order to reduce the staff in 
the locomotive running deparment and 
the expenditure on motive power. 


2. Reduction of the train staff to the 
minimum number compatible with sa- 
fety; systematic study of the roster for 
such staff; dispensing with train staff 
altogether, the engine driver or motor- 
man then carrying out the duties of the 
train men. 
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3. Operating lines with very dense 
traffic by the automatic block system, 
or by centralised traffic control (C. T. 
C.); bringing all the points and signals 
operating mechanism into a central sig- 
nal box; putting certain boxes and 
manual or telephone blocks temporarily 
out of service at slack hours; 


4. Protecting level crossings from a 
distance; dispensing with keepers at 
level crossings : 


(a) Without any additional safety 
measures when the road traffic is small 
and the visibility good; 

(b) With efficient automatic light 
signals when the traffic is relatively im- 
portant; 

(c) After building railway or road 
bridges when the road traffic is very 
heavy, the cost of such structures being 
fairly divided up between the different 
methods of transport concerned. 


V. Organisation of the services on 
secondary lines. 


Introducing simplified methods of 
operating often comes up against psy- 
chological difficulties; it seems to be 
very difficult to introduce a « seconda- 
ry-line mentality » amongst the main. 
line railway staff. Consequently very 
careful training of such staff is essen- 
tial. Some railways have got over this 
difficulty by handing over the operation 
of their secondary lines to local light 
railways. 

Additional simplification measures ap- 
plicable on secondary lines are: 


1. The total or nearly total abolition 
of signals, using if need be fixed mar- 
ker points which are not lit up at night; 
simplification of the working by having 
fixed places for trains to meet, the res- 
ponsibility for such meetings resting 
with the train staff who are given very 
precise instructions. A single controller 
issues the necessary instructions by tele- 


/ 
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phone in any serious cases of late run- 
ning. 

2. When the proportion of secondary 
lines is sufficiently large to justify it, the 
use of special very light rolling stock : 
railcars, steam locomotives, loco-trac- 
tors, all designed to be driven by one 
man, who also has, as far as possible, to 
deal with the passenger service, issue 
and inspect tickets, and deal with par- 
cels (one-man car) ; 

3. Dispensing with keepers at level 
crossings, installing fixed road signs 
and imposing a speed restriction on the 
trains, requiring them to whistle to give 
warning of their approach; such speed, 
restriction should not, however, lead to 
any appreciable falling off in the overall 
speed of the passenger trains; where 
keepers still have to be employed, they 
should only be on duty when trains are 
actually passing, provided preper pre- 
cautions are taken if special trains are 
run. . 

4, Replacing the station staff by tra- 
velling staff who go by train from one 
station to another, and the employment 
of the usual train staff for certain station 
duties. 

5. Discontinuing passenger railway 
services when the traffic is so small that 
it can be worked more economically by 
omnibus. 


6. Complete abandonment of the rail- 
way services, and removing the whole 
railway equipment when there are other 
more advantageous methods of transport 
in existence or to be introduced, which 
are able to give the public about the 
same facilities as enjoyed with the rail- 
way. 


VI. — Organisation of secondary 
railways. 
In all countries the need for close 
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collaboration between the main-line and 
secondary railways has been recognised, 
the aim of such collaboration being to 
enable the secondary railways to reduce 
their burden to a reasonable extent. 


The secondary railway lines may be 
classified into two groups. 


1. Lines with both and 


goods trains; 


passenger 


2. Lines with goods trains only. 


The same simplification principles can 
be applied to beth groups; thev are 
mainly based on general organisation 
measures, and on those listed elsewhere 
for the main-line Companies’ secondary 
lines. They also have a few special cha- 
racteristics : 


1. Handing over or 
certain services, such as: repairs to 
Iecomotives’ and rolling stock, station 
shunting, permanent way maintenance; 


2. Use of standardised light-weight 
rolling stock, obtained by the use of 
high-tensile steels, light alloys, and weld- 
ed tubular construction; extension of the 
use of fast services at frequent intervals, 
with petrol or diesel railcars, such rail- 
cars having a low centre of gravity to 
facilitate running through curves of 
small radius; 


contracting out 


3. Introduction of lorry, motorbus and 
trolleybus services to supplement the 
railway services; 


4. On certain lines substituting lorry, 
motorbus or trolleybus services for the 
railway service altogether, either run 
by the Company itself or by contract; 


5. Introduction of combined (through) 
rates covering the various methods of 
transport worked by a given railway 
system. 
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Tickets, 


by Lions, WIENER, 


Professor at the University of Brussels. 


PART Ea 


TICKET REPRESENTATION OF TARIFFS. 
SPECIAL TICKETS. 


CONTENTS. 


case of Edmondson tickets, and 3/4 the size in the case of other tickets. 
References to figures in other parts in tfalics. 


(*) This article deals in detail with « Part E » of Mr. WrIENeER’s serial on Tickets (See 


Bulletin, September 1938, page 893). 


The previous articles, which were published in the March, May, July, September and 
November, 1938, numbers of the Bulletin have been reissued in book form and can be obtain- 
ed from The Railway Gazette, 33, Tothill Street, Westminster 5S. W. 1. 

French and German editions have also been published. 
Secretariat of the International Railway Congress Association, 231, rue Royale, Brussels. 
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GENERAL. 


{. Rating, — All railway passenger 
rates must be represented by appropriate 
tickets. The latter will show the class of 
travel, the category to which they betong, 
the rate, and the fare charged. 


METHODS OF DISTINGUISHING TICKETS. — 
To assist the staff and passengers, the 
different kinds of tickets can easily be 
distinguished from each other by one or 
several of the following devices : 


The text; 

Possibly the printing; 
Sometimes also the shape; 
The colour. 


In England, and to a lesser extent else- 
where, many of the Railways show the 
category by a simple inscription, but 
they often overprint the ticket with a 
special letter corresponding to the cate- 
gory as (*) 

C = Cheap; 

H = Holiday; 

D = Day excursion (fig. 884) ; 

M= Monthly ticket. 


Two-colour printing also helps to dis- 
tinguish between categories. On the Cen- 
tral Argentine (fig. 295) all the text of 
Edmondson tickets is printed in black 
with the exception of the category which 
is printed in red. This avoids the use of 
many different coloured cards. 
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Distances. — The ratio which exists 
between the distance and the price of the 
ticket makes it possible to infer the other 
factor when one is known (?). In this 
way it is possible to pay according to the 
mileage by means of tickets of a corres- 
ponding price, independently of the pla- 
ces served. This is the basis of the ad- 
vance sales of kilometric and mileage 
booklet coupons with which the passen- 
ger pays instead of money (fig. 405). 

On the other hand, whilst tickets us- 
ually bear the price for the distance over 
which they are valid, some of them also 
show the actual mileage. This is found 
on the Belgian, German and Hungarian 
multiple-destination tickets (fig. 195) 
‘and more rarely on certain tickets for 
fixed journeys (figs. 780-818). 

Tickets for authorised changes of 
route are sold at a price corresponding 
to the difference between the mileage 
really travelled and that originally pro- 
vided for. 

It frequently happens that workmen’s 
weekly tickets are based on a certain 
number of journeys over a given distance 
or else booklets containing workmen's 
coupons valid for a distance equal to a 
given sum, such as 1/2 d., are used 
(fig. 374). Ordinary tickets are issued 
in exchange, or sometimes tickets show- 
ing the number of monetary units for 
which they have been exchanged. For 
the more usual journeys, fixed-destina- 
tion tickets are issued (fig. 773). 


_ (1) This system has been developed to the greatest extent on the Great Western Railway. 
Some of the most usual abbreviations are given below : 


SL = Soldier, seaman, etc., on leave; 
ML = Mercantile marine on leave; 

L = His Majesty’s Forces on leave; 
GR = Government rate; ' 
O = Officer on leave; 

TF = Territorial force. 


(2) The first Belgian tickets were drawn uy 


places between which they were used (figs. 58- 


) in leagues, no mention beine made of the 
59). : 
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As the tickets interpret the rates, they 
are sometimes affected by the actual, and 
sometimes by the virtual, distance. It 
frequently happens that the real distan- 
ces are increased in order to take into 


itE.D. bate # : ge 
“rarvtmapigge ses, 


pppshagen 
a. Sellin Ost, 
i ay od. Binz : 


Fig. 772. — Ticket with different virtual ta- 
riff distances for passengers and their lug- 
gage (Red. 4/5) — Reichsbahn « Avail- 


able on all trains » indicated by red verti- 


cal line — Alternative routes. 


account some extra constructional or 
operating costs. It also happens, though 
more rarely, that the real length of the 
line is virtually reduced instead of in- 
creased as when the Company obtains 
some compensating advantage in exchan- 
ge; the price of the tickets then refers to 
these special rating distances (*). 


& Cl. 27 coupons #2 
Valable 4 jour 
Fig. 773. — Exchange mileage coupon ticket — 


‘Aigle-Leysin Electric (rack) Ry. (Red. 4/5). 


It may also happen that different rat- 
ing distances apply to the different clas- 
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ses or categories of tickets. In Switzer- 
land and Germany, the rating distances 
for the transport of luggage often differ 
from that applying to passengers for the 
same journey; the tickets then show the 
two virtual distances (fig. 772). 


SPECIAL RATES. — Tickets whose price 
is proportional to the scale of another 
tariff are used for certain rates. The 
Société Genevoise de Navigation, for ex- 
ample, issued fixed-value tickets for the 
transport of dogs or certain goods 


for every journey 
exceeds ... frs. > 


« where the single fare 


Differential rates, such as those ap- 
plied in Italy, do not involve any funda- 
mental modification in the establishment 
of the tickets. 

Certain Railways charge a uniform 
rate (figs. 87-438) whatever the distance 
covered; many Road Companies do the 
same at certain hours of the day, for ex- 
ample between 5 and 7.30 am. for the 
outward trip, and after 7.50 p.m. for the 
return. 

In addition to the passenger rates 
whose number varies from one Company 
to another, other rates are also represent- 
ed by special tickets : 


TRANSPORT OF ANIMALS 
Dogs ; 
Other animals. 


TRANSPORT OF PASSENGER VEHICLES 
Bicycles; 

Motoreyeles, motor cars; 

Go- and mail-carts; 

Perambulators. 


CERTAIN KINDS OF GOODS ACCOMPANIED OR 
CONVEYED BY PASSENGERS : 
Milk; 


Fruit, ete. 


(Gk (One 
way Gazette, 1st October, 


Article by the same author 
1937. 


« Tariff distances >, 


which appeared in the Rail- 
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We will deal with these tickets in 
Chapter XXVIII. 


COLLECTIONS OF TICKET SPECIMENS. — 
The great number of different tickets has 
led certain Companies to issue collections 
of specimens, often printed in colour.We 
will mention some of them to show how 
the Companies have grouped their types 
of tickets. 

The Belgian State Railways reproduced 
them in colour in the text of their bye- 
laws and regulations. 

The Hollandsche Spoorweg Maatschap- 
pij published, in 1911, a volume of 202 
pages containing 510 types in colour, 
grouped as shown in the footnote (*). 
This was completed by annual illustrated 
supplements. 

The Belgian National Light Railways 
Co. issued a series of 19 plates printed in 
black. 

The 1926 edition of the French Est 
Railways’ « Recueil de Spécimens de ti- 
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tres de circulation et de réduction » (col- 
lection of specimens of full- and reduc- 
ed-fare tickets) included 182 types in co- 
lour, which were arranged in 7 main 
groups 


I. Ordinary tickets. 
Il. Tickets at reduced fares by reason of the 
conditions ruling certain special rates. 
III. Free transport or reduced rates in pur- 
suance of concessions granted by the 
Company, tickets which are liable 
to the special tax introduced by the 
law of the 29th June, 1918 (modified 
by that of the 22nd March, 1924) ; 
IV. Similar transport not liable to this tax; 
V. Free transport. 
VI. Transport on account of Public bodies; 
VII. Military and naval. 


The French « Nord » Railway publish- 
ed a set of plates reproducing 111 speci- 
mens in colour. 


The Reichsbahn published a « Fahr- 
karten-Mustersammlung » on the 1st Oc- 


(1) This Company is the only one that has printed all its tickets in colour on sheets 
which were afterwards cut up so that each ticket might be stuck in its proper place in the 


collection. 


The tickets were grouped as follows : 


A, Edmondson tickets for local and through services. 


Single Return — Military — Supplement — Dogs — Special group tickets — For 
theatre or opera companies — For emigrants. 

Various sorts of tickets issued by the « Controller » machines. 

Steam tramways tickets — Ordinary tickets or tickets valid for 10 to 12 journeys, 


Through services (both single, 


military and « Controller » machine tickets) , 


Through services with tramways other than the Company’s. 


Combined services with the Smit and Co. 
Railways. 


Navigation Line’s 


. Through services with other 


B, Booklets — 10 journeys — mileage — fixed journeys. 
Combined booklets for through journeys over each of eight foreign Companies. 
Combined booklets for trans-Netherlands journeys. 
Booklets of « combinable coupons » — Booklets for travel agencies. 


_ (©. Other forms of tickets 
German type of blank ticket cards. 
Mileage cards i 


s -—— Cireular tickets. 


Season tickets — Party tickets. 

Tickets for clubs. ete. — for scholars — Tickets issued against military warrants. 

Various classes of free tickets — Countermarks — Free seasons and platform tickets 

Identity cards for post office staff — Supplements. 
PD. Sleeping car tickets — Tramway tickets. 


An Addendum issued in May 1912 contained 94 additional reproductions of tickets; an- 


other issued in 1913, 19. 
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tober, 1927; a second edition appeared in 2. Travel classes. — There formerly 
April, 1929 (+). were more classes than there are now. 

The Rumanian Railways published on Thus the British Great Western Railway, 
the 1st December, 1935, a series of pla- used to have four classes, with varia- 
tes showing 206 types of tickets repro- tions : 


duced i P Pe- 
ed in colour. Addenda epee ia Te Posting or saloon carriage; 


quired. Ist class ordinary coaches; 

In the U. 8. A. one of the first steps 2nd class in closed coaches (figs. 774 and 
taken by the Government, when it took 776»); 
over the operation of the railways during 2nd class in open coaches; 
the War, was to standardise the types of 3rd class, which, from 1840, were only avail- 
tickets in compliance with its circular able by goods trains. 
No. P10. The collection of « Standard The quality travelled in their own 
Forms of Tickets » showed 71 different ¢oaches, while the poorer classes had to 
types in black (*). put up with a great deal of discomfort. 


The International Railway Transport Legal steps were taken in 1841, and the 
Committee has also published a « Collec- « parliamentary fare » introduced (*); 
tion of international types of tickets » this has remained in force until the pre- 
which we will deal with in Chapter sent time together with the ordinary 3rd- 
XXII, Part C. class fares, such 3rd-class passengers 


(1) 150 reproductions in colour on 27 pages, grouped as follows : 
I. Edmondson tickets (single, double, Sunday, workmen’s). 


Special tickets for parties and holidays — Military Emigrants — Supplements for 
express trains — Extensions and changes of route Members of recognised clubs, seat 


reservations, platform tickets. 

II. Multiple tickets with contro] stubs. 

III. Exeursion booklets. 

IV. Blank cards — Single cards for various categories of trains, workmen’s cards, mili- 
tary cards, supplements for express trains, control, cash fare tickets sold on the train. 

V. Season tickets either over fixed routes, regional or general, 

VI. Bicycles. 

VII. Various tickets from A. #. G, and Siemens machines. 

Agency tickets, ordinary, express supplements, parties, members of the Reichstag, ete. 

The addendum issued the 7th October, 1928, contained 51 additional types in colour. 


(2) The tickets are grouped as follows : 


Single and return Edmondson tickets. Interline « band » tickets, single and re- 
White paper tickets, single, return, at 1/2 | turn. 
price and clergy. Single and return boat « band » tickets. 
Fare adjustment tickets issued in trains and Booklets of « elementary-value » coupons. 
stop-over tickets. Identity cards and tickets bought in ad- 
Exchange tickets issued on trains. vance. 
« Multi-journey > cards. Sleeping-car or saloon supplements; fare- 
Booklets of « multi-journey » sheets or cou- |adjustement supplements. 
pons. | Luggage tickets. 


(3) The Railways were required to run a train stopping at every station, at least once 
a day in each direction, at a minimum speed of 12 miles an hour. It had to carry shelt- 
ered 3rd-class carriages with sitting accommodation. The fare was to be 1 d. a mile. 

In 1917, the « parliamentary fare >» was increased to 1 1/2 d. per mile; it was again 
increased to 1 3/4 a. in 1920, and since reduced to 1 1/2 d. in 1923, 
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OTTO cr taal 


fit. Weateru K¥. Gt. Western Ky, 


Retarn Excursion 
LONG PERIOD LONG PERIOD alt 
Southampton 


TO ay Moreton i Marah 


Moreton in Marsh “TO (2) 
Of vieLas w. ny SOUTHAMPTOR © 


& Basingatoke Via Bele OG and 


OS ST See aoe 
Closed Carriag: ee 
on ee pak: Closed Carriage 
Fig. 774. — Horizontal return ticket for « co- 
vered carriage » (Red. 4/5} — Great 


Western Ry., in the fifties — The two parts 
are numbered « 1 » and « 2 » — Category : 
Long-period excursion. Via a line belonging 
to another Company. 


being formerly excluded from the crack 
trains. There were even 4th-class « par- 
liamentary » fares in Scotland (fig. 
775a). The Midland Ry. was the first, in 
1872, to make parliamentary — tickets 
available on all trains which included 
« ordinary » 5rds, and since 1875 all the 
express trains without distinction includ- 
ed the latter. The other Companies foll- 
owed suit rather grudgingly, and some of 
them maintained the wording « parlia- 
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Fig. 775a. — Fourth-class « parliamentary 
fare » ticket — North British Ry. — Stamp 
dated (Red, 4/5). 

By courtesy of the York MusEuM. 


“Servings Kneis egengiua om 
[cua even don ¥038H7 li “000187 oe 


Fig, 7756. — Third-class bilingual ticket, 
with special téte-béche arrangement of the 
text — North-Western Ry. of Austria --- 
Could be used for half fare by detaching a 
stub (Red. 4/5). 


Edmondson tickets for various classes (Red. 4/5). 


Fig. 776a, — « Reserved » ticket, Belgian State Rys. — Could be used as full or half fare 


Fig. 7766. — Vertical return ticket for a journey by « covered carriage » (Red, 4/5) — 


by detaching half — Vertically dated. 
Manchester and Milford Ry. 
« 2 » — Category : excursion, 


Fig. 777. 


Yunnan Rys. — Category : 


(in the fifties) — The two halves are numbered « 1 > and 


— Vertical return 4th-class ticket in two parts (Red. 4/5) — Indo-China and 
special transports, 
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mentary » on their tickets until quite re- 
cently (+). 

The Furness Ry. reintroduced « re- 
served thirds » in the eighties but the 
Government prohibited them. A similar 
attempt made later in Belgium (1895), 
to replace the abolished firsts by « re- 
serveds » was not more successful (fig. 
T76a). 

In the meantime, the number of dif- 
ferent classes had been reduced. The 
Midland Ry. abolished its 2nds in 1875, 
in spite of the protests of the other Com- 
panies who soon found themselves oblig- 
ed to do the same, so that only 1st and 
srd-class carriages remained (*). Except 
on the Southern Ry.’s and London and 
North Eastern Ry.’s boat trains, the last 
British 2nds disappeared on the 1st Ja- 
nuary, 1938 (°). 

Fourth-class carriages were introduc- 
ed in Germany on the 4st May, 1843, 
abolished on the 1st May 1853, re-esta- 


(1) Until 1922, these were the Highland Ry. 
Ry., « joint » and minor companies, in Wales; 
the Stratford and Midland Joint, the Colne Valley Ry.. 


England, and the Isle of Wight Ry. 


(2) English 2nd-class disappeared at approximately 


In 1875, on the Midland Ry. 

Towards 1890 on the North Hastern, 
Southend Ry. 

On the Scottish railways : 
Ry. about 1893. 

At the beginning of this century, 
it as did the Mersey Ry. 
1905, and the Metropolitan in 1906. 


It disappeared gradually on the Great Weslern Ry.. 
the Lancashire and Yorkshire Ry., 


On the London and North Western Ry.. 
brian Ry. in 1911. 


On the London Brighton and South Coast Ry. in 1913; 


Ry. in 1916, 
In Ireland, 
in 1920. 
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blished on the 4th April 1864, and fi- 
nally disappeared some ten years ago. 
They are still to be found in several 
foreign countries (4) (fig. 777). 

Most European railways still run three 
classes of carriages, with a general ten- 
dency to eliminate the first, save on 
main line trains. The remaining classes 
are still called « 2nds » and « 8rds ». 

In Russia also the number of classes 
has been reduced to two : there are com- 
partments with « hard » and « soft » 
(upholstered) seats. This tendency to 
run fewer classes is extending; since the 
Ist January 1839, the Tasmanian Govt. 
Rys. only run a single class. 

Although maintaining Pullmans comes 
to the same as retaining an extra class in 
America, many roads only have a single 
class. On those where two classes have 
been retained, the same interline paper 
« band tickets » serve indifferently for 
both. These are valid in 1st class unless 


followed 
North British Ry. 


the Midland and 
in 1902, the North Staffordshire Ry. 


on the Midland Great Western Ry. 


in Scotland, the Taff Vale Ry., Cambrian 
the Midland and South Western Joint Ry.. 
the Somerset and Dorset Ry. im 


the following dates 


about 1893 by the London Tilbury and 


and Highland Ry. in 1890, and Caledonian 
Joint Ry. abolished: 


the District Ry. in 


Western 
in 1906, 


South 


1908. 
and the Cam- 


and definitely by 


on the London and South Western 


in 1914; on the Dublin South Hastern Ry. 


After grouping in 1923, on all minor South Welsh railways; 


on the South Hastern and Chatham Ry. 


(except boat trains) ; 


on the North London Ry. except on inter-line trains; 


on the Glasgow and South Western Ry. 


In 1930 only on the Great Southern Rys. of Eire. 


i 


(3) These were the 2nds on the former Great Eastern and Great Northern Rys. suburban 


lines, as well as on through trains running via the Vorth London Ry’s line. 


(4) In Indo-China; 
seas railways. 


in the Belgian Congo (Mayumbe Ry.), and other colonial and over- 
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the special space marked « 2nd class » 
has been punched. 

Overseas, some other classes such as 
the Indian « intermediate class », are to 


i. B. & 8, ©. Hy... | 
THURSDAY. 4th Ju 
Og ier oot 


| “VICTORIA Oi 
‘© To EPSOM RACE COURSE © 


No piarticnlar Blass of Carriage guaranteed eal 


Fare. ts. 6d. Fare. 4s. 6a, | 

ee 7.2 ESEE BAOR. 4 

ie a] 
Fig. 778. — « No particular class of carriage 
guaranteed » (Red. 4/5) — London, 


Brighton and South Coast Ry. — Category: 
special race ticket — Outstanding initial 
letters of destination in heavy type — 
Printed date. 


be found (fig. 779). In 1st-class coach- 
es, special compartments are reserved for 
servants (servant ticket, fig. 780) (*). 

Many railways run special carriages for 
natives (figs. 781 and 782). The tickets 
bear the inscription « Indian » in North 
America, and « Natives » elsewhere 
(South Africa and Australia). There are 
also special tickets for coolies (fig. 783) 
and even for sending home sick coolies 
(Deli Ry., Dutch East Indies). 

We have not come across tickets « for 
standing room » except in India. 

In order to distinguish the tickets ap- 
plying to the different classes, the gener- 
al practice is to print them on carton of 
a different colour for each class. The 
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whole ticket may be so coloured or there 
may be a coloured border or stripes or 
just a square of the class colour at the 
bottom of the ticket (Est Ry., France). 

In some cases, the letterpress is print- 
ed in the classes colour or a coloured 
band is overprinted on the ticket. 

Other methods of distinguishing be- 
tween the different classes of tickets have 
also been practised : they have been over- 
printed with a number of parallel li- 
nes (2), or with one, two or three dia- 
gonal lines close to one another for (st, 
2nd and 3rd class respectively; Edmond- 
son tickets of the kind are reproduced in 
figs. 82 and 532. A similar method is 
used in South America but the lines are 
more widely spaced (fig. 943). 

Other steps have to be taken, when one 
and the same ticket is valid in different 
classes on different stages of the jour- 
ney. This applies in particular to a rail 
journey completed by water, light rail- 
way, tramway or ’bus. 

In light railway trains and on board. 
the journey usually takes place in a high- 
er class than on the main-line railways, 
and the ticket must show this (*). Ed- 
mondson tickets are, however, rarely co- 
loured to correspond with the two classes 
used and are mostly of the colour used 
for the railway part of the journey. But 
this is not always the case, particularly in 
France. Single tickets are occasionally 
bicoloured in the colours applying to the 


SS... eee 


(1) In certain Colonies, the passenger’s ticket is good for servants as well, whose num- 


ber varies according to class. 


(3) Here are a few examples : 
Tickets valid in : 


We will return to this point. 
(2) Belgian State Rys., about 1850 to 1860 


first class on the Nancy Light Railways, 2nd class on the Alsace-Lorraine Railways ; 
3rd class on the Ouest and 2nd class on the Fougéres-Rennes Tramwaa 3 aK 
3rd class on the Paris-Orléans and 2nd class on the Charente Light Railways ; 
2nd class on the P. O.-Midi and 1st class on the Compagnie des Ohemins de fer & voie 


étroite. 


Swiss tickets bear, for example, the inscription « 2nd class railway, lst class boat ». 


whatever the Company issuing them (fig. 797) 
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THIRD CLASS 


SERVANT TICKET 
DIBAPORE TO 
ALLAHABAD 


222 miles Fare Rs 2 9 0 


ia @ wawae 4 


Ne as 


INDIAN | 


CHARLOTTETOWN P.E.f. tT 
Form 114 —TO— 


| LAKE VERDE P.E.1. 


| Canadlan National R’ys 
t 
| 


ood for one SECOND CLASS continu- 


ous passage poet hese (>) 
e Tral, Mes. 


on date of sale or follow- xs 
ing day. Not transferable Gee 


~ 


mis COOLY TICKET ve 


tye ee 


& VIAASN sownaareuxg 


Re. 4-3-0 


2 ry 


Edmondson tickets for natives (Red. 4/5) 


Fig. 779. — Intermediate class ticket, Madras 
and Southern Mahratta Ry. — In English 
only. 


Fig. 780. — Servant’s ticket — Hast Indian 
Ry. — Bilingual and giving the distance. 


Fig 


portion of the journey concerned. Fig. 
784 is a curious example of a former 
through rail journey, in first in France 
and 2nd in Alsace. 

Return tickets are coloured according 
to their category; thus the colouring of 
military tickets is diagonally divided. 
Fig. 785 also shows a peculiar ticket 
available in 2nd class on the outward and 


Fig. 781. — Bilingual ticket for natives 
(Red. 4/5) — South African Rys. — Sur- 
charged with the initial letter of the ca- 
tegory (N, native). 

Fig. 782, — Indian’s ticket 
Canadian National Rys. 
form — Signature of 
Traffic Manager. 


(Red. 4/5) — 
— Indicating the 
General Passenger 


g. 783. — Inter-line 3rd-class cooly ticket — Issued by Bengal Nagpur Ry. 


in 3rd on the return trip, the ticket being 
coloured accordingly. 

Finally, the two parts of through re- 
turn tickets can each be coloured to cor- 
respond with the class colours. As the 
colours are reversed for the return run, 
this gives the ticket a chequered aspect 
(fig 186)" 

European blank paper tickets can be 


(1) Booklets with mixed class tickets are issued from Paris to London via Dunkirk- 
Tilbury, 2nd-class travel in France and 3rd class on the boat and in England, the cover 


being bicoloured vertically, 


green on the left and brown on the right. 
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bound in blocks of the respective class 
colours, but pads of paper coupons with 
the « grid » only in the colour of the 
class are more generally used (fig. 280). 
The class of travel is shown by writing 
the name of the destination station on 
the grid of the corresponding colour or, 
if all grids are black, of the correspond- 
ing class (fig. 279). 

To avoid possible dispute, certain 
tickets are valid in the class for which 
they were bought or possibly in another. 

On the London, Brighton and South 
Coast Ry., for example, where on Derby 
Day the staff was always rushed by the 
crowds, the tickets mentioned the fact 
that 

« no particular class of carriage could be 
guaranteed » (fig. 779). 

Certain recent London, Midland and 
Scottish Ry. tickets are available for 2nd 
class, or for 3rd 

« where no seconds are available ». 

A similar system is practised in Fran- 
ce where certain compartments are com- 
mon to both dst and 2nd class. 


3. The direction of the journey. — Ed- 
mondson fixed-journey tickets are not 
only used between pairs of places but 
also for the up and for the down jour- 
neys between these places. 

They are distinguished from each 
other in various ways. In early times, 
when the staff was often illiterate and 
knew little about railway operation, cer- 
tain Companies surcharged the back of 
the tickets with different emblems ac- 
cording to the direction; this enabled 
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the staff to grasp the direction at a glan- 
ce without having to read the text. On 
the Leeds and Manchester Ry., for in- 
stance, tickets for Manchester showed a 
fleece, those for Leeds, a bale of cotton, 
those for Bolton, a spindle, and so on, 
the cotton industry supplying all of 
them. 

This complicated but very clear method 
soon gave way to simpler ones which 
were gradually extended to all lines. In 
England scales of standard colours were 
adopted for the different classes, one for 
the outward, and another for the return 
journeys. 

In 1873, the Great Western’s, Ast- 
class up tickets were white and down, 
yellow (1); there were different ranges of 
colours for single and return tickets in 
internal and inter-railway traffic, not 
only for passengers but even for dogs ! 
Return tickets combined the colours of 
the same class, in one order for the out- 
ward, and in the opposite order for the 
return journey (’). 


It is essential for the staff and passen- 
gers ON URBAN and SUBURBAN LINES with 
heavy traffic to be able to recognise the 
direction of travel very easily; this again 
is variously shown. 

Tickets on the Ceinture (Circle) Ry. 
(Paris) were marked « odd and even 
trains », the former running in one di- 
rection, the latter in the other (fig. 787). 

The London District Ry. marked its 
tickets, according to the direction, with 
a large « I » or « O » (« inner » and 
« outer circle », figs. 163 and 164); the 


(1) On the London and South Western Ry., the Furness Ry., the South Hastern Ry. and 
the Midland Ry. (to quote only a few examples), Ist-class Edmondson tickets were yellow 
or purple according to direction, the 3rd-class, green or buff. 


(?) The former Great Eastern Ry. tickets for example were, in one direction white, purple 


or green according to the class, and yellow, blue or buff in the other. 


The return tickets 


were bicoloured, with the « return » portion on the left; this was the only Company having 
this arrangement, all other returns being on the right. z 
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: in that the return portion bears the 
“VIC: : Ce usual inscriptions while the outward 
i coupon states 


ee In opposite direction from accompanying 
a re C Ms at ; 

) 2a . fs +h coupon (fig. 789). 

PRK OF OOF] 


« Combinable » booklet coupons and 
other paper tickets are frequently valid 
in both directions and the extremities of 
the journey are designated in each direc- 


TPARIS B1B" 
TENGHIEN | 


Two-coloured Edmondson return tickets for 
two different classes in succession — French 
BHst Ry. (Red. 4/5). 


Fig. 784. — Ist-class on the Hst and 2nd on fig 786 
the Alsace-Lorraine. a 


— Inter-line return ticket for a 
main-line railway (Nord) and _ secondary 


Fig. 785. — 2nd-class on the outward and 3rd- railway (Hnghien-Montmorency Ry.) — 
class on the return journey — Category : Each part with the colours for the two clas- 
military — Separate bicolouring on each ses in the proper order — The letter h 
portion. (Return) surcharged in red (Red. 4/5). 


BEL-AIR 2EBURAU 
Rare DGAD 
os Ts Train i itp. 


Edmondson tickets for urban lines showing the direction of the journey (Red. 4/5). 


Fie. 787. — Ceinture-Owest — Even and uneven numbering of trains — Names of the 
Companies in the lower left-hand corner. 
Fiz. 788. — London District Ry. he red surcharged « I » and « O » indicate the 


direction for each half of the return ticket — The black skeleton letters are the initials 
of the destination stations. 


return tickets bore both these letters, tion, the direction which is not being 


one on each half (fig. 788). followed having to be cancelled (fig. 92). 
Tunis suburban tickets have a wide 
diagonal band, blue on down tickets, red ROAD TRANSPORT COMPANIES pay more at- 


tention to the direction of the journey. 
They sometimes use the same tickets in 

Paper tickets have fewer indications. both directions, sometimes different 
The Newfoundland Rys.’ are interesting ones. 


on up ones. 
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NEWFOUNDLAND RAILWAY. 
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Gen. Menager 


_ See contract on back | ae 
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Hig. (895 —— Newfoundland Ry. blank return paper ticket (Red. 3/4) — The outward cou- 
pon is valid « in the opposite direction » to that of the return coupon where the route 


is given in full — Number of form. 


UsrE OF THE SAME TICKET BOTH WAYS. — 
The more usual methods are 


(a) Identical tickets which are cancelled 
with a red stroke in one direction, and a blue 
one in the other (1). 


(b) Tickets are printed with the words 
« outward » and « return » or with their ini- 
tials, or equivalents. In each case, to show 
the direction actually taken, one of these is 
cancelled by perforation, by severance or with 
a pencil (2) (fig. 790). 

English soft card tickets are generally 
printed « in » and « out > (fies. 815-844), 
this being considered equivalent to « up » 
and « down » (fig. 791); 


(c) The ticket is surcharged with two ar- 
rows (fig. 351), one for each direction (3) 
(card ticket fig. 472; paper ticket figs. 480c- 
792) ; 


(d) Two lists of fare stages or section num- 
bers are printed, one for each direction (figs. 
174 and 205). These lists can be printed in 
the same or in reverse order, followed or not 
by the letters « A » or « R » (outward or re- 
turn (4), or the second list be printed téte- 
béche (fie. 79). 


resents 
hee ote ce 
i on et fg. xen 


Fig. 790. — Paper ticket showing the direc- 
tion (Red. 4/5) — Tramways de Paris et 
du Département de la Seine — The letter 
« A » or « R » is indicated according to the 
direction — Valid on lst stage. 


Eitoeman ioe the 
fare stages printed upright one way and the 
opposite in the second column — London 
County Council Tramways — With number 
of the line (506). 


(1) Brussels. 
(2) Paris, 
are sometimes very 


ornate (Palermo). 


(3) This process is often resorted to in Germany (Rostock, Dresden, Elberfeld). 


the Paris and Seine Department Tramways. 


The letters « A >» and « R >» 


It was 


used on the first tickets of the London General Omnibus Co. 


(4) At Sousse (Tunisia). 
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SADE 595, 74006 
SIGE TE 


1M] D | PSII ZIS14 1516 
i7igTs Roly Hl ipRAl 8 | Ol N21@1, 


Mig. 792. — Paper ticket with arrows show- 
ing the direction (Red. 3/4) — The sec- 
tion numbers are to be punched on one or 
other arrow — Lists of line numbers, days 
and hours. 


Paper tickets (Red. 3/4). 


Fig. 793. — Damascus Tramways ticket on 
which the « return » direction is shown by 
a diagonal line repeated on the stub. 


Fig. 794. — Ghent Electric Tramways « Cen- 
tre > ticket — Large numeral of issuing 
line and list of other routes for which the 
ticket can be used. 
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One of the lists may be printed in negative 
type (fig. 346). 

A further distinction can be made between 
the lists by hatching the part of the ticket on 
which one of them is printed (1). 

(e) At Blackpool, the sections are numbered 
with even numbers on the upward and odd 
numbers on the downward run. 


In order to avoid having to punch 
each of the end stages of the trip and the 
words « in » or « out », certain Ameri- 
can tickets are printed with lists divided 
into two columns by a vertical line, or 
else the right side of the list of names 
is printed in different type to that used 
for the left. 

In the same way, there are in Vienna 
two lists of the days of the month, the 
right or left-hand list being clipped ac- 
cording to the direction to be travelled 
(fig. 505). 

UsE OF DIFFERENT TICKETS EACH WAY. 

(a) Differently coloured tickets; 

(b) Tickets of the same colour for every va- 
lue, one lot bearing the word « outward » 
and the other « return » (2) ; 

(c) Tickets of the same colour, those for 
the second direction surcharged with special 
marks : a printed word (3), a diagonal line, 
(fig. 793), a coloured band (fig. 599), a star, 
ete. 

Regions. — In addition to tickets 
available on the entire railway system, 
special tickets are issued in certain re- 
gions with heavy traffic served by urban 
or suburban lines. 

The same practice is followed by urban 
road Transport. In London, Ghent, and 
Brussels, « centre » tickets, valid on all 


(1) Kenya Bus Service. 


(2) Those of the Tacoma Ry. and Power Co, have stubs with the words « inbound » and 


« outbound ». 


(8) On the « Compagnie des Chemins de fer & voie étroite » the letters « IN SS ie AR SS 
appear, as the case may be, in one corner of the ticket. 
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BILLET “ CENTRE,, 
yaluble pour un TRAJET DIRECT 
j sur l'une des lipnes mentionndes sa 
yarso, I dolt eire délivré entre 


| sangeduids stilstanden afgeleverd 
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BILJET “CENTRUM,, 
geldig voor een RECHTSTH. REIS 
op een der lijnen aan de keersijde 


yermeld, Het moet tusschea de 


worden : eerste inbagrepen, 


leatste uitgesloten, - 
pts te gerven op 


90: is elk verzoek, 


incl gs, dernier exclu. 
A reinetire & tule! gm e ol. fouy! & gf 
réquisition, iZ 


en 2y 06006 


gE a S.a., UG- 


arrtts fl 
LUNEN STILSTANDEN 


LIGNES 


Figs. 795 and 796. — Brussels Tramways 
« Centre » ticket — On the back, list of 
the sections of all the lines for any one of 
which the ticket is available (Red. 3/4). 


lines between certain points of each, are 
sold (figs. 794 to 796); in Paris, subur- 
ban and extra muros tickets were used. 

Scheme and zone fare tickets come un- 


os 8 : ettotheRegul 
‘onditio ted in t oreneee! 

Tables & Bills 

White Star Line 

8, Be Titanic 


White Star Line 
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Neuchatel 
(batean) 


Morat (Murten) 


et retour 
1°Ci. (2%el chdefer. Fr, 3.10 
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ow par chemin de we 
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Edmondson tickets (Red. 4/5) 

Fig. 797. — Combined ticket issued by the 
Neuchatel and Morat Lakes Steam Naviga- 
tion Co., Ist class on the boat or 2nd class 

> by rail — The return journey can be made 
by either method of transport. 


Fig. 798. — Ticket issued by the Paris-Or- 
léans Ry. for State Ry. trains with running 
rights — Company’s name in 8. E. corner 
— Category half fare. 


der this heading. We have dealt with 


these elsewhere. 


Edmondson tickets for special trains (Red. 4/5). 


ee 799, — French Ouest Ry. — Ticket for 
the Nord- Deutscher Lloyd train, 

Pig. 800. — Special London and South 
Western Ry. train for the White Star’s 


<« Titanic ». 


Fig. 801. — Return ticket for funeral train, 


New South Wales Govt. Rys. 
Fig. 802. — Return ticket available on explo- 
sives train — Natal Govt. Rys. 
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Edmondson tickets (Red. 4/5). 

Fig. 803. — Ticket for light train — Béne- Fig. 804. — Return ticket for special train, 
Guelma and Haxtension Co. — Part of the with date surcharged in red — P, L. M. 
text printed either way. Ry. Co. } 

Lv 

g THE HIGHLAND RAILWAY, 
¢ PASSENGER TICKET BY haa TRAIN. 

i 1 
Eg 
Z Sih Booking Clerk. 
Zz This Ticket is issued aihinet the pecial Conditions expressed on the : | 
oe back hereof, and signed by the Passenger. os 

Fig. 805. — Paper passenger ticket by goods train — Highland Ry, (Red. 3/4). 


}. Alternative routes. — There is often 
a choice of alternative routes between 
two places. When the lines belong to the 
same Company, the fares are usually the 
same, and based on the lowest. A fortiori 
is this the case when they belong to com- 
peting Companies. Most tickets show the 
different authorised routes (fig. 797). 
Certain Companies go further and state, 
if need be, on their tickets, that the jour- 


ney takes place by the usual route (fig. 
915) or via a given place on the through 
line (fig. 76). 

When the audit department requires 
to know which of the authorised routes 
was actually followed, Edmondson tickets 
with control stubs are provided (figs. 
67-68) and the booklet paper coupons 
have stubs corresponding to the different 
routes concerned (fig. 917). 
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6. Various trains. — Tickets are not 
uniformly available on, all trains and, 
special tickets are issued for some of 
them, besides supplements and extra-fare 
tickets. Apart from trains for which 
cheaper or higher fares are charged and 
which will be considered in the following 
pages, certain trains where the usual fa- 
res rule may only be boarded by passen- 
gers having appropriate tickets. For ex- 
ample, there is a complete range of boat 
train tickets, some of which are issued 
without any supplementary charge : 

« Boat Express » of the Southern Ry. (with 
increased fare) ; 

Transatlantic boat trains for passengers by 
various steamships (figs. 799- 
800) (1). 


Companies’ 


There is a sad association in the latter 
ticket which was issued for the ill fated 
« Titanic ». 

Other ordinary fare trains, such as the 
Australian (fig. 801) and the American 
funeral trains, are run on special occa- 
sions, the family buying the requisite 
number of ordinary tickets, but the fu- 
neral escorts increased in America to 
such proportions that these trains are no 
longer provided. 

On lines with light traffic, passengers 
may be authorised to travel in trains 
which were not originally intended for 
them. Special tickets are issued in con- 
sequence, such as those for 

Goods trains (fig. 805) ; 


« Explosives » trains (fig, 802). 
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good reason, 


CHAPTER XXIII. 
FULL FARES. 


General. — MULTIPLE FARES TO THE 
SAME PLACES. — For each class of travel, 
there may exist full fares, cheap fares 
and, sometimes, increased fares, which 
we will examine in turn. We will then 
consider supplementary fares enabling 
passengers to change over, on payment 
of a surtax, from one tariff to another, 
and deal briefly with free tickets to 
finish up. 

Any fare in force necessitates the use 
of single and return tickets for each 
class. These may be for fixed journeys, 
for multiple destinations, or based on a 
zone tariff (figs. 194 to 199). 

Tickets valid over several lines (through 
or inter-line services) and « transfers », 
will be dealt with separately. 


A. SINGLE TICKETS. 


The Leeds and Selby Ry. had tickets 
as early as September 1834, and the Bel- 
gian State Rys. and the Ludwig Eisen- 
bahn Ges., in Bavaria, in 1835 (figs. 10 
and 259). 

Figure 806 shows a paper ticket dated 
1835, issued by the Stockton and Darling- 
ton Ry. which the holder had to give up 
to the « engineman » on leaving the 


train (7). Up to that time, the « road 


(1) As the 
to the Indian « Boat Mails ». 


journeys are usually short, Edmondson tickets are used. 
Booklets of detachable coupons are, however, issued to pas- 


This also applies 


sengers on the Rotterdamsche Lloyd trains, from the Hague through Brussels, to Marseilles. 


(2) It states on the back 


« This ticket, to be delivered to the Engine Man, expires with the date and is not trans- 


ferable ». 


It is a pleasant duty for us to thank Mr. 


EK. M. Bywetu, Curator of the York Railway 


Museum, for this information, and for having enabled us to reproduce Figs. 807, 816, and 
early Stockton and Darlington Ry. and Newcastle and Carlisle Ry. tickets. 
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money » had been handed directly to the 
driver or conductor. As from the open- 
ing of the Newcastle and Carlisle Ry., 
passengers paid in advance to the ap- 
pointed station employees monies which 
were remitted by the latter to the train 
staff — still without any receipt or ac- 
counting. 


There were as many counterfoil book- 
lets of paper tickets as days in the month; 
each of them contained « approximately » 
one thousand tickets. As there were 
booklets for the end stations and each 
of the intermediate ones some 100000 
unnumbered tickets were on hand. The 
only check was obtained by occasionally 
counting the passengers to see if their 
number tallied with the number of 
tickets sold. Certain lines, such as the 
London and Greenwich Ry., required pa- 
trons to pass through a turnstile; others 
used metal tickets (fig. 807). We have 
previously reported how these imprac- 
tical travel receipts died out, their place 
being taken by Edmondson card tickets. 


The text of single Edmondson tickets 
was often printed parallel to the long 
side (figs. 808 to 811). Except in Great 
Britain and overseas, if is now more 
usual to arrange it the other way. 


Figs. 800 to 815 show different arran- 
gements of single tickets based on va- 


rious principles. Only those used in Iran 


are larger and those in Brazil, smaller 
than tickets of standard size. Figure 815 
shows one of the smallest soft card 
tickets issued by a road transport com- 
pany. 

To save cardboard, the London and 
South Western Ry. introduced, in 1881, 
single tickets with detachable portions 
similar to their returns. The two parts 
were identical, even to their numbering 
(fig. 809). This innovation was held up 
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Branch to | Jartizgt 


806a. — One of the earliest single En- 


glish paper tickets (1835) — Yarm branch 


of the Stockton and Darlington Ry. 


Hand written date and fare — No serial 


number (Red. 3/4). 


Metal tokens 


(full size). 

Fig. 8066. — Sheffield and Rotherham Ry. 

Fig. 807. — Newcastle, North Shields and Ty- 
nemouth Ry. 


to ridicule, but it was again applied in 
England during the War as an economy 
measure, and is still occasionally resort- 
ed 10.77, 


(1) Liverpool Overhead Ry, 
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B. RETURN TICKETS. 


Return tickets give rise to a great many 
problems concerning : 

The period of validity; 

The systems used; 

The arrangement of the tickets; 

Through returns. 


They go back to the stage coach whose 
owners wanted to make sure passengers 


to BIRMINGHAM pggy | 


ae sa TO i oy 
= DEEPFIELDS, ~~! 


ae So 


FIRST CLASS. 
bibs 8 TE ry 
ree | lens eSondt ca 


Single Edmondson tickets (Red. 4/5). 

Fig. 808. North Western Ry. 
single ticket (in the fifties). 

Nota. — Fig. 448 shows the back of the same 
ticket with ornate initials. 

Fig. 809. — Double single ticket with two 
identical halves in the elghties — London 
and South Western Ry. — Same numbers 
on both parts — Different serial numbers. 


would return in the same coaches. A re- 
duction on the fare was granted to ticket 
holders who remained faithful to the 
Company. The paper return ticket shown 
in figure 816 is the oldest railway return 
we know of, and cost a shilling only (+). 


duction for a return 
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Single Edmondson tickets with very little 
text, and conspicuous Company’s initials. 
(Red. 4/5). 

Fig. 810. — Estrada de Ferro Southern Bra- 
zilian Rio Grande do Sul (1884) in gothic 
type. 

Fig. 811. — Estrada de Ferro Porto Alegre a 
Tristeza (End of last century). 


When the railways enjoyed a monopo- 
ly, there was no object in granting a re- 
: it costs as much to 
carry a passenger 50 miles away and 50 
miles back as 100 miles in one direction; 
in fact it may be said to cost more as he 
uses the starting and destination stations 
twice in the first case and once only in 
the second. The idea of granting cheaper 
fares to encourage people to travel is 


quite a different thing. 


At the present time, other competitive 
methods of transport have been introduc- 
ed, and the Companies, as in the past, 
have to fight against road and even air 
competition; cheaper fares are once more 
justified and especially for return jour- 
neys. 


(1) We have also to thank Mr. E .M. 


BYWett for this information. 


This figure as well 


as figures 806 and 807 and some of the information concerning these ancient. tickets are 


re] yrodueced from « The North Eastern Railway », 


by W. W. Tomrinson, 
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These tickets are known by various na- 
mes : « double trip » in Switzerland, 
« tour » and « retour » in Austria (fig. 
180), « round trip check » in America; 
while in Brazil they are marked with ca- 
pital letters « I » and « V », the initials 
of « Ida » and « Vuelta » (fig. 819). 


neater ye en a eee apt 


Figs, 812 and 813. Front and back of out- 
size cardboard tickets of the Trans-Iranian 
Ry. —  Company’s crest on the back. 
(Red. 4/5). 


oo 


ATV -$-¢ 4 


Certain English tickets are rather con- 
fusing. Though the expression « return » 
applies to the return half of the ticket, 
it is also used as a name for the whole 
ticket (fig. 784) as the counterpart of the 
word « single ». 


THE PERIOD OF VALIDITY OF RETURN 
TICKETS is generally mentioned on the 
ticket, but it nevertheless gave rise, some 
thirty years ago, to a curious lawsuit 
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which had important consequences. Judg- 
ment was given that a return ticket issu- 


ed in conformity with the laws and bye- 


laws and without any additional conces- 
sion, remained valid indefinitely. As the 
Company was obliged by its original 
charter to sell such tickets, it could not 
withhold one of their advantages without 


_offering some compensation; if the pro- 


spective passenger considered this suffi- 
cient he bought the ticket. 

This ruling covers not only tickets 
whose period of validity is not mention- 
ed, but also those on which it is speci- 
fically given; if the Company considers 
that it is impossible to keep a check 
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lindfchiy Hradec 
Nova Byst¥ice — 


: 
JVO964 | 
& j 
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Fie. 814. — Sinele ticket — Czechoslovakian 
State Rys. — With railway emblem (wing- 
ed wheel) (Red. 4/5). 

Fig. 815. — Small size soft cardboard ticket 
— Crosville Motor Services Ltd. — The di- 
rection is indicated by punching (Red. 4/5). 


on tickets remaining indefinitely in the 
hands of the public, it is up to it to give 
up selling return tickets at reduced fares. 

As a matter of fact, return tickets are 
generally valid from 1 to 4 days in local 
(internal) service over short distances, 
for 10 days in Switzerland and Germany, 
and for 30 days after issue in the United 
States, or 60 days, 6, 9 and 12 months for 
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This Ticket must be shown to the Station Keeper at Carlisle: e 

previous to taking your Seat on your return. ob 

NOTICE.—No Gratuity allowed to be taken by any Guard, 3p 
Porter, or oiher Servant of the Company . 


Ae 
HY aah oko oka ake Fook ode ae obec fe af eae ae te ok 


EE ke 


* 


7 


Fig. 816. — One of the first paper return 
tickets —- Newcastle and Carlisle Ry., 1837 
(Red. 3/4) — Printed fare. 
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long journeys (!). That of tickets with 
combinable coupons is from 90 days for 
distances up to 3000 km. (41860 miles) 
and 120 beyond this mileage (*). The 
International Sleeping-Car Company is- 
sues return tickets for Syria and Egypt 
valid for two years by land. 

Return tickets with a special period of 
validity have also been issued, for ex- 
ample 


« only on the Thursday of the week ending 
the 15th January 1898 » or « until Monday 
of the week ending... » (London Brighton and 
South Coast Ry.). 


Vertical Edmondson return tickets (Red. 4/5) 


Fig. 817. — Week-end ticket with spaces to be punched on the outward and return jour- 
neys — Belgian National Rys, Co. — Printed and issued by an A. H. G. machine 
Numbered and dated top and bottom. 

Fig. 818. — Return ticket isswed with coupon for the Paris Colonial Exhibition — P, 0O.- 
Midi Ry. — Distance shown — Valid for 10 days — Return portion indicated by hori- 
zontal stripe Diagonal stripe showing the special category. 

Fig. 819. — Return ticket (« Ida » and « Vuelta ») — Central of Brazil Ry. — Special 
category. 

Fig. 820. — « Double ticket » — 7. G@. O. J. (Trafikaktiebolaget Griingesberg-Oxelésund 


Jdrnvigar), Sweden, 


(1) It is generally longer in overseas countries. 


On the New Zealand Government Rys., 


for example, these tickets are available one month for journeys from 20 to 100 miles, and 


three months for longer journeys. 


(2) The period of validity of party tickets is shorter. It is reduced to 33 days for 


3000 km. 


(1 860 miles), to 45 days up to 5000 km. (3100 miles), 60 days up to 7 00( 


km. (4350 miles), and 90 days beyond this mileage. 
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VARIOUS PERIODS OF VALIDITY FOR IDEN- 
TICAL JOURNEYS. — There are, particularly 
in England, return tickets for the same 
place, whose fare varies according to the 
period of validity. This mostly applies 
to cheap tickets which may be. valid for 
1, 2, 3 or up to 17 days. In addition, cer- 
tain tickets valid for one day only are 
cheaper, and half-day excursion tickets 
cheaper still. These tickets are often sur- 
charged with a large figure, showing the 
number of days for which they are valid. 
Bringing shoppers to town in the early 
afternoon and carrying them home later 
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sued to fill the trams. 
this point later. 

In the U. S. A., where lists of factors 
are printed in order to avoid increasing 
the multitude of different tickets, a 
single type of ticket for various classes 
can be sold at the full fare, or as a return, 
or as an excursion ticket, with various 
periods of validity. It bears a list of fi- 
gures from 2 to 12 for example, and that 
corresponding to the number of days it is 
valid for is punched. If the ticket is only 
good for a single day, no element of the 
series is clipped (*). 


We will return to 


Cards for Edmondson return tickets pre-printed in a second colour (Red. 4/5). 


Fig. 
Bie. 822. — Card for A. #.*G. 
in two languages. 


821. — Hst Ry. card for A. H. G. machines. 
machines with initials of the Belgian National Rys. Co.., 


Fie. 823. — Card for dog’s ticket — P. O.-Midi Ry. 


helps the Companies to fill slack periods. 

The same idea applies to the special 
tickets issued by Road Transport. As it 
is not practical for them to issue tickets 
valid for several days, they have to offer 
some other advantage, such as lowering 
the price of return tickets used at slack 
periods and off days. In London, for ex- 
ample evening and Sunday tickets are is- 


(1) Bamberger Electric R. R. Co. 


SYSTEMS OF RETURN TICKETS. — Returns 
are issued applying one of two distinct 
principles. - In Central Europe, Switzer- 
land, and elsewhere since the introduc- 
tion of A. E. G. ticket machines, the who- 
le ticket is left with the passenger on 
completion of the outward journey, and 
only collected when the return journey 
is made (figs. 817 and 825). 
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But it is more usual to use two-portion 
tickets, one part being collected at the 
end of the outward and the other at the 
end of the return journey (figs. 818- 
819). 

A third method, much used on the 
roads and even by some Railway Compa- 
nies (+), also utilises two-portion tickets, 
but here a countermark is issued in ex- 
change for the return portion. This ex- 
change ticket, which has no value in it- 
self, is either issued at the booking offi- 
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Edmondson horizontal return tickets without 
detachable portion (Red. 4/5). 


Fig. 824. — Old « free return » ticket, North 
Hastern Ry. (early forties) — showing the 
fare paid. 


Fig. 825. — Houston and Brazos Valley Ry. 
(U. S. A.) return ticket (1913) —— White 
portion to be punched on the outward jour- 
ney. 


ce or on the car (fig. 295) so as to call in 
the return portion of the ticket and 
prevent any conspiracy between passen- 
gers and the Company’s employees, and 
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fraudulent re-use of the tickets. The part 
retained by the employee serves for ac- 
countancy purposes. The exchange ticket 
may show a whole series of values, the 
one corresponding to the ticket that has 
been collected being clipped (fig. 282). 
This allows of subsequent control en 
route. 

Two dated tickets can also be issu- 
ed (2), one for the outward and one for 
the return journey. This avoids the pos- 
sibility of fraud mentioned above, but 
the ticket issuing work is doubled. 

The Central Argentine Ry. uses a sys- 
tem related to the two previous ones. Its 
return tickets consist of two parts, but 
only the outward portion is an actual 
ticket. The return portion is, in fact, 
only a coupon which must be exchanged 
for a dated single ticket when the return 
journey is about to be made. 

Many road and light railway Compa- 
nies leave their tickets in the passengers’ 
hands after cancelling the return portion. 


ARRANGEMENT OF RETURN TICKETS. — 
Many old Edmondson return tickets bore 
the name of the places between which 
they were valid, followed by the words 
« return » (fig. 184) or « and back 
(figs. 785 and 825), which was sometimes 
printed on the reverse side. Others sim- 
ply stated « return free » (fig. 824) (°), 
whereas in Ireland, others still showed 
the name of the station from which the 
return journey was made, but forgot 
to mention the place where the outward 
journey began. 

The fare was regularly added in Eng- 
land towards 1852 only (‘), and the foll- 
owing year, for the first time, tickets 


(1) Cork, Bandon and 
in Cork (fig. 887). 

(2) Compagnie Genevoise de 

(3) North Eastern Ry., 1852. 

(4) North Bastern Ry., soon 


South Coast Ry., 


followed by 


Eire. 
navigation (fig. 


the London and South 


« Return from Kinsale » ticket issued 
176). 


Western Ry. 
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were perforated to facilitate splitting 
them. Previously passengers literally had 
to tear off the portion of the ticket which 
the collector claimed (fig. 154). 

When tickets with detachable portions 
first appeared, the extremities of the 
journey were often printed in the same 
order on both portions (fig. 154) and 
these were frequently numbered « 1 » 


; = = ~ 3 A a oh 
Brighton & Di 3 
“Omnibus Soe tae 
IN Paes any 


Soft cardboard return tickets used by English 
Road Transport Companies (Red. 4/5) — 
Printed by the Bell Punch Oo. 

Fig. 826. — York Pullman Bus Oo. ticket 
with a small outward and large return por- 
tion — The direction to be punched on the 
outward portion and the day in each of the 
two columns of the return portion. 


Fig, 827. — Ticket with stub for the outward 
journey and list of fare stage letters on 
both portions — Brighton Hove and District 
Omnibus Co. Ltd. — Category : workman. 


and « 2 » in small type, which useless 
practice only died out towards the end 
of last century (figs. 444 and 776d). 
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Tickets have frequently been printed at 
issuance on carton pre-printed in colour 
with certain distinctive markings (') 
(fig. 169, figs. 824 to 823). 

The two portions of the ticket are not 
always the same size (28 mm.x28 mm.=—= 
1 1/8”'1 1/8”), and vary pretty consi- 
derably : 

15 and 40 mm, 
(5/8” and 1 1/2”) 

20 and 36 mm. 
(3/4” and 1 3/8”) 

24 and 33 mm. 

(15/16” 

and 1 5/16’’) 

25 and 32 mm. 

(1? and 1 1/4’) 


Russian Imperial State Rys. 
Tes dbin dibhe 


Swiss Federal Rys. 
Midi 


The arrangement of the portions va- 
ries just as much, although the « out- 
ward » portion is generally on top (’). 

There is just as much variety in the 
case of return tickets with control stubs : 


The Leopoldina Ry., Bra- 
zi1 eS 18, 23 and 17 mm. 
(AUG amie 
and 11/167”) 

The Londonderry and Lough 
Swilly Ry. ; 14, 20 and 23 mm. 

(9/16, 3/4” 
and 15/16’) 
13, 20 and 24 mm. 
( 3/4” 
and 15/16’) 


The « Nord Belge » lines 


The method used for distinguishing 
the return portion of Edmondson tickets 
has undergone many variations and does 
not appear to be definitely settled. After 
the earliest distinction by colour, mono- 
chrome tickets appeared and the return 
portion was surcharged with distinctive 
markings such as a frame (fig. 264), a 
red stripe down the middle or along the 
ticket’s small side (fig. 228), a diagonal 


(1) In France the letter « R »; in Belgium the letters « R » and « T » intertwined, 
these being the initials of the French word « Retour » and its Flemish equivalent « Terug » 


(fig. 822). 


(2) On the Paris Lyons and Mediterranean, the Midi, and in Switzerland, 
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stripe or cross bars (fig. 339), a large 
letter « R» (« return » or its equivalent), 
in heavy or skeleton type, either in black 
or in colour (figs. 786-821). 

In Germany and in Switzerland, the 
vertical return tickets have a central 
white band 10 mm. (3/8”) wide, parallel 
with the long sides. This arrangement 
has been standardised for tickets issued 
in accordance with the « International 
Convention» and for the coupon-booklets 
and the new thin card tickets as prescrib- 
ed by the International Union for the Is- 
sue of Combinable tickets and the Ver- 
ein. Central European Sunday return 
tickets have a similar band, but in blue 
instead of white. 

In many countries, however, it is con- 
sidered sufficient to print the words 
« outward » and « return » or their equi- 
valents at the same time as the rest of the 
ticket. 


SPECIAL CATEGORIES OF RETURN TICKETS. 
— Some English return tickets are over- 
printed with the initial letters of the ca- 
tegory they come under : T (tourist), 
S (short period), WK (workman), and 
so on. 

In addition to ordinary returns, there 
are a number of special return tickets for 
different classes of passengers (see foll- 
owing Chapters). 


COLOURS OF RETURN TICKETS. — All Ed- 
mondson return tickets were originally 
bicoloured; they still are when the return 
portion has no distinctive markings. 

When there were two kinds of single 
tickets, their colours were often combin- 
ed on returns. British railways having a 
different range of colours for the out- 
ward and return journeys, used these 
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same colours on the two halves of their 
Edmondson return tickets, the going por- 
tion with its corresponding colour usu- 
ally being the left hand one, and the re- 
turning portion the right. There were 
thus, according to the direction in which 
the journey was undertaken, two sets of 
return tickets for each class of travel, 
differing in the order of the colours 
which were reversed on one of the sets. 

In Belgium, where there was a diffe- 
rent series of colours for local and for 
express trains, the colours for the two 
categories were combined on _ return 
tickets of the same class. 

In Japan, instead of a uniform colour, 
there is a safety background of a diffe- 
rent shade. A pale shade of the same 
colour is printed on the return half, so 
that the ticket looks as though it were 
printed in two shades of the same colour. 


Certain LIGHT RAILWAY ComMPANIES have 
tickets showing railway scenes for publi- 
city purposes. One such Company even 
prints them on postcards which are left 
in the possession of passengers after 
having been punched (figs. 951-952). 


On the Continent, Roan TRANSPORT uses 
all kinds of paper return tickets which 
are finally cancelled on the return run. 
To prevent their misuse the next day, the 
factors concerned are indicated on the 
printed lists of the hours, days of the 
month, and months, they bear. Certain 
tickets even have a list of the numbers of 
the trains on which they may be is- 
sued (+). 

Workmen’s returns are only valid at 
certain hours of the day. The day can be 
added in pencil to the name of the 
month (7), 

Tt is also possible to ink-stamp the date 


(1) Belgian National Light Railways Company. 
(2) Ans-Oreye Railway Oo. — These tickets are valid before 8 a. m. and after 6 (Do at: 
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and hour of the journey, which consider- 
ably speeds up the service. At halts with 
booking offices these items can be 
punched (*). 


Very few SPECIAL CATEGORIES OF SOFT 
CARD RETURN TICKETS (7) are issued, ex- 
cept in England. Tickets available for va- 
rious categories are frequently used for 
single or return journeys, with or with- 
out transfer, according to the spaces 
punched (fig. 787); others have stubs for 
the purpose (figs. 826-827). In the first 
case each « in » or « out » trip is clipped, 
and in the second case, the stubs are re- 
moved. 

The detachable stub of paper tickets 
of the kind is on the left-hand side; then 
comes the outward portion, and finally 
the return portion. The lists of the days 
and months are usually printed on the 
return (*), and the number of the trains 
on the outward portion, as this necessa- 
ry information must be shown on the 
part retained by the passenger. 

The text varies according to the por- 
tion of the ticket collected first. On the 
Brussels-Enghien line, for instance, the 
stub was 22 mm. (7/8”) wide, the main 
portion of the ticket 108 mm. (4 5/16”), 
and the return portion only 8 mm. 
(5/16"), whereas on the Naples-Nola- 
Baiano Ry. the large central part was the 
return portion and the small coupon was 
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valid for the outward journey. The de- 
tachable portions were collected in the 
second or first vehicle respectively. 


MULTIPLE RETURN JOURNEYS. — Apart 
from seasons, tickets are sometimes issu- 
ed for two return journeys, especially to 
workmen to get to their work and return 
home for lunch (fig. 186). The validity 
is limited to the corresponding hours of 
the day (*). 


C. THROUGH AND INTER-LINE 
SINGLE AND RETURN TICKETS. 


Combined or inter-railway services 
(« interline » or « through tickets » in 
England and « multiline passages » in the 
States) comprise fixed journey tickets, 
semi-blank and blank tickets used as re- 
quired. In practice, there are 


Edmondson tickets, 
Paper tickets, 
Cards (fig. 839), 
Books of coupons. 


Some of these one-piece tickets cover 
the whole journey; others divide it into 
a number of partial trips so that each 
Company may collect its own coupon or 
coupons. 

Most Edmondson tickets and all the 
« International Convention » ones are 
one-piece tickets covering the whole 


(1) Heluse-Plan Ropeway. 
(2 
fer de Caen a la mer). 

(3) Bordeaux-Cadillac. 


) Tickets for parties (National Light Rys. Oo.), soldiers, and pilgrims (Chemins de 


(4) At Wallsall, tickets have four spaces reserved 

One, for the « morning journey » before 9 a. m.; 

Two for the « mid-day journey » between 12.30 and 2.30 p. m.; 

And one for the « evening journey » after 2.30. 

At Tynemouth and Brighton, in addition to the main part, workmen’s double return 
tickets consist of three coupons which are detached successively. 

On the other hand, similar tickets on the Western 8. M. T. Oo. Ltd. consist of a single 
sheet, bearing lists of dates and hours which are perforated in turn on each journey. 

Those of the London County Council Tramways, now issued by the London Passenger 


Transport Board, are similar. 
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journey one way, as are also British 
through paper tickets (fig. 425). 

When coupons have to be collected for 
each part of the journey, it is possible to 
issue them as booklets, as is done in Eu- 
rope or, like in America, to arrange them 
one after the other in long strips known 
as « band tickets ». 

For journeys outside their own lines, 
Continental and British Companies use 
EDMONDSON TICKETS with the names of the 
various Companies concerned (figs. 828 
and 835). Formerly, they even had the 
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Edmondson tickets are seldom used for 
combined rail and boat journeys save 
when both are owned by the same Com- 
pany (2) (figs. 777 and 830). These tickets 
are often divided into separate coupons 
for the rail or water sections. 

In New York, an exchange ticket is is- 
sued for running through the Hudson 
River Tunnel (fig. 299). 

In international traffic, the use of Ed- 
mondson tickets is limited to the more 
usual journeys, such as those from Pa- 
ris, Lille or Calais to the larger Belgian 


Through Edmondson 
Fig. 828. — Ticket with the initials of the 


four Companies concerned the London 
Brighton and South Coast Ry. and the three 
components of the « East Coast Route » — 
With notice : « The connection of trains is 
not guaranteed ». 


name of each interline service printed in 
advance (figs. 153 and 837). 

Spanish throughs were distinguished 
by the word « combinado » printed on 
the back in Morse code (fig. 829). 

Certain British Companies formerly 
used Edmondson tickets of different co- 
lours for « local » and through traffic (+). 
This distinction even occurred for dog 
tickets. 


tickets (Red. 4/5). 


Fig. 829. — Northern of Spain Ry. — Back 
showing the word « combinado >» (combin- 
ed), in Morse code. 


towns, from Brussels and Antwerp to the 
principal Dutch or German cities, and 
from capital cities to other foreign pla- 
ces (°) (figs. 8314 to 833). 

In addition, as many passengers have 
rebates in their own country and not 
abroad, tickets are issued in certain sta- 
tions, when there is sufficient demand 
for them, at full fare from the frontier 
station only to destination abroad. Such 


(1) The London and South Western Ry., the London Chatham aud Dover Ry., the Fur- 
ness Ry. and the Midland Ry., whose colours for home services were yellow and buff, for 
Ist and 3rds, and for through services, violet and ereen. 


(2) Southern Ry., London Midland and Scottish Ry. 
(8) Some Italian tickets have a control space for each 100 km, from 100 to 1 200 km.; 


Canadian ones, for various mileages. 
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tickets are sold in Paris, available from 
the Belgian frontier to Brussels while in 
Brussels, tickets from the French fron- 
tier to Paris are sold (fig. 854). 

Certain international blank tickets 
with check coupons are longer than Stan- 
dard Edmondsons (fig. 63). 
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85 mm. (4 3/8” by 3.3/8"), of which 
space 100 x 70 mm. (4 by 2 3/4”) is 
available for the letterpress (fig. 840). 
In England, blank paper tickets are used, 
for « through » traffic and in the United 
States ticket-bands printed on « Associa- 
tion Ticket: Paper ». 


Through Edmondson tickets (Red. 4/5). 


Fig. 830. — By boat and train — Separate coupons for the outward journey and a single 
coupon for the entire return journey Belgian State Rys. (about 1860). 

Fig. 831. — International ticket with many alternative routes — Issued before the War 
by the Italian State Rys. — Safety background — Two languages : Italian and German. 

Fig. 832. — Belgian State Rys. return ticket of the German type, for an international 
journey (1909) — Usual route on the outward journey Choice of two routes for the 


return journey. 


Through tickets are sometimes over- 
printed with the initials of an interme- 
diate line run over in the course of the 
journey. This was the case about 1904 
when using the Waterloo and City Ry., 
on route, but for reasons which had 
nothing to do with railway practice, the 
initials W.C. have been vetoed (fig. 838). 

Combined single and return tickets 
over main-line railways and London un- 
derground lines are generally similar to 
the through scheme tickets issued by the 
various Companies (fig. 852). 


In addition to Edmondson fixed-desti- 
nation tickets, blank thin card tickets are 
used for interline services in Germany 
and the Netherlands. They are 110 x 


Most Continental Railway Companies 
belong to the International Railway 
Transport Committee, which published 
on the 1st January, 1936, a set of Regula- 
tions for international passenger railway 
tickets (« M. B. I. ») and a Collection of 
100 specimens in colours. 

This includes : 


Edmondson tickets, 31 & 57 mm. (1 3/16” 
x 2 1/4); 

Very thin cardboard or stout paper tickets, 
Bel SZ DS smu, (8) 1/2? 3< 3) ore lnenhy Hans: sti 
sy Se Sh Taam (OP eres We) (anes eB) 

Booklets of detachable coupons 88 XK 125 
aman, (8. WP2 << B\) Gitgis EOYs 

Booklets of combined coupons 100 XK 142.5 
rmubon, (22 Se tay Byte") (Ghia is, Bh vo Bs! 

Sheets for party transport or « transport 
bulletins » 210' X 300 mm. (8 1/47 * 12”). 
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These regulations apply to a large 
number of categories of tickets grouped 
as follows : 


I. Edmondson single or return tickets — 
children — various kinds of trains — 
week-end, 

Tickets with control stubs, both single 
or return. 

Countermarks for collective (party) 
tickets; 


II. Paper coupon tickets between fixed pla- 
ces, with or without control stubs and 
itinerary on the back — Both single 
and return; 

1. For groups and parties; 

2. Semi-blank tickets with a list of a 
number of destinations; 

3. Blank tickets, with or without check 
stubs for children, single and _ re- 
turn; 

4. Sunday tickets. 

IIT. Fixed-destination booklets of coupons — 
Single and return, semi-blank and par- 
ty tickets; 

IV. Combined fixed 
destinations, blank, and for groups or 
parties ; 

\. Collective tickets and transport bulletins. 


coupon booklets — for 


All tickets coming under these regula- 
tions bear a monogram formed of the let- 
ters C and I interlaced (¢), the initial 
letters of « Convention Internationale » 
(figs. 700 and 840). 

The International Union for the issue 
of Combinable coupon tickets also pu- 
blished, in 1935, a book of regulations 
with a series of specimen tickets. 


D. TRANSFERS FOR RAILWAY AND 
ROAD TRANSPORT 


must meet two principal objects : they 
must have a limited period of availabi- 
lity over a limited route and it must be 
impossible to use them a second time. 
So as to limit the period of validity, it 
is essential to indicate the time of issue. 
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This is done by marking the factors con- 
cerned in lists of the months, days and 
hours or by ink-stamping them. 
Limitation of the journey is intended 
in particular, to prevent the unlawful use 
of transfers for travelling back to the 


Edmondson tickets (Red. 4/5). 


Fig. 833. — Through ticket for express train 
— Austrian Federal Rys. — Issued during 
the inflation period with fare in gold and 
in depreciated currency — Vertical stripe, 
« available on all trains >. 


Fig. 834. — Ticket for the Belgian part of 
through journey issued at Paris Nord — 
Nord Ry. Co. and Belgian National Rys. 
Co. — The price written on the « grid > 
varies with the exchange rate. 


starting point. For this purpose, the 
ticket bears a list of places or a map of 
all the connecting lines for which it is 
valid, or else, when it is valid over the 
whole system, it shows on what line it 
was issued, this being the only one on 
which it cannot be used again. 


So as to prevent its being used a se- 
cond time, it can be collected on the se- 
cond journey and exchanged for a coun- 
termark, or if left with the passenger, it 
can be mutilated by detaching a portion, 
or be cancelled in some other way. 


It is customary, in Europe to cancel 
tickets or indicate the factors applying to 
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Edmondson tickets for combined journeys (Red. 4/5). 


Fig. 835. — Franco-Swiss ticket, 1908 — Ini- 
tials of the Companies in the bottom left- 
hand corner (P. Lb. M., and « S » for the 
Swiss Railways — Fare « ineiuding duty 
stamp >» — Category half fare ticket 
dlivided into two parts, one being white, pa- 
rallel with the long side; the single tickets 
of other French railways were vertical. 


Fig. 836. — Tonquin Rys. transfer — In se- 
veral very bright colours. 


any given journey, by pencil marks. In 
the U.S. A., this is done by punching the 
tickets in the proper spaces. 

Many Railways, particularly in Eng- 
land, have no special transfer tickets; 
multiple-use tickets are utilised instead 
and specially punched. Tickets issued on 
urban railways show the exchange sta- 
tions (figs. 88, 165, 167, 197). On the 
Paris Metropolitain where there is only 
one fare for each class, the ticket only 
bears the name of the issuing station. 

The slogan 


« Connection is not guaranteed » 


is to be found on most road tickets. It 
was also formerly printed on old railway 
paper tickets and even on certain Ed- 
mondson ones (fig. 828). 


Fie, 837. Belgian State Rys. bilingual re- 
turn ticket in two halves (early sixties) — 
Intended specially for destinations served 
by the Grand Central Belge Ry. — The re- 
turn half has a red stripe — Indication of 
the route to be followed. 


Fig. 838. — Through ticket valid over two 
railways and by intermediate Waterloo and 
City Ry. — Initials of the latter in skele- 


ton letters. 


Various systems are used for trans- 
fers 


(a) Two tickets are issued on the first trip: 

(b) A single ticket only valid for the se- 
cond trip is issued on the first trip; 

(c) A two-portion ticket is issued during 
the first trip; 

(d) A single ticket is issued on the first 
trip and is valid over two lines in succession. 


(a) IssUE OF TWO TICKETS ON THE FIRST 
TRIP. — One of the tickets bearing all the 
necessary information covers the first 
part of the journey, the other being a 
« correspondance ticket » proper. In fact, 
it is a supplementary ticket allowing an 
extra trip corresponding with the total 
value of the ticket to be made (figs. 841- 
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~ Deutsche Relchsbabn-6 Gesellschatl,. 


Deutsch-schweizerise 


Kosta Bayo. 


or Persononvet keh : eon 


00493 


Fahrkarte 


eine Person®) 
inn) 


fiir 


Blank paper tickets (Red. 3/4). 

Fig. 839. — International return ticket conforming with the re- 
gulations of the « International Convention » : Monogram 
« C. I. » — White band showing that it is a return ticket — 
Vertical line meaning that it is « available on all trains >. 

Fig. 840. — Thin cardboard ticket for Germano-Swiss traffic — 
Deutsche Reichsbahn — With a frame the colour of the class ' 
— For « one person » or « child » — Surcharged with the ini- 
tials of the « International Convention ». 
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842). 
out. 


This kind of transfer has died 


(b) IssuE OF A SINGLE TICKET ON THE 
FIRST TRIP AND VALID FOR THE SECOND. — 
This system, which was widely used in 
Paris, was an improvement on that of 
most lines where no tickets were issued 


at all. These were single-fare routes (30 | 


centimes inside and 15 on the upper 
deck) and the conductor merely recorded 
the number of passengers by working a 
recording bell. He also issued on de- 
mand transfers which bore the number 
or the distinguishing letter of the ori- 
ginal line (figs. 188-189-765). They were 
issued to (4st-class passengers, while to 
obtain them those travelling outside had 
to pay an additional 15 centimes, the 
difference between the two fares. Only 
approximate control was possible, as the 
conductor could issue free tickets to any- 
one up to the total number of passengers 
who had travelled inside. 


The correspondance tickets on the 
Compagnie Générale des Omnibus and 
the Tramways de Paris et du Départe- 
ment de la Seine were of cardboard like 
the Edmondsons and their colour was 
changed at frequent intervals. Although 
this system was basically unsound, it re- 
mained in use for many years. 


In 1857, soon after the creation of the 
London « Compagnie Générale des Omni- 
bus » (The London « General Omnibus 
Co. ») the French system of « correspon- 
dence tickets » was introduced under 
this name and the printer attempted to 
make them as attractive as possible. Un- 
like in Paris, however, the trial was 
unsuccessful and was soon discontinued. 

Many of the American transfers come 
under the category of tickets we are now 
considering. Unlike the practice else- 
where, many of them have no value on 
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some kinds of cars unless an extra 2 or 
3 cents has been paid in the course of 
the first or second trip, as the case 
may be. 

In this group can also be included the 
road transfers which are sold in railway 
stations to complete the journey. In cer- 
tain French stations, special Edmondson 
tickets are issued for this purpose (fig. 
848), and in Belgium, Edmondson tickets 
for the light railways on the Coast, were 
sold by the State Railways staff. 

In England, a ticket bought at the 
booking office for a further journey by 
‘bus is usually collected on the bus and 
an exchange ticket handed out instead 
(fig. 851). 


(c) IssuUE DURING THE FIRST TRIP OF A 
SINGLE TICKET WITH TWO OR MORE COUPONS. 
— The body of the ticket applies to the 
trip in the first car and each coupon to 
trips in one of the other cars used on 
successive stages of the journey. As many 
as four may be employed. This is often 
the case with American transfers (figs. 
190-191) and sometimes on British Road 
Transport (fig. 786) and Continental pa- 
per tickets. 


(d) IssuE IN THE FIRST CAR OF ONE 
TICKET VALID ONLY FOR TWO SUCCESSIVE 
TRIPS. — This is the more general me- 
thod; there are several variations. 

The conductor marks the factors, fare, 
time of issue, and route, relating to the 
journey. Two alternatives are possible 
indicating either the line over which the 
first trip takes place or else the line or 
group of lines used for the second. 

Paper tickets are used for the purpose, 
on the Continent. 

When the transfer is valid, obviously 
with the exception of the line on which 
it was issued, on all the lines of a system 
having a single fare for each class, it is 
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Old paper tickets (Red. 3/4). 


Fig. 841..— « Correspondence ticket » of the Brazilian Tramways Oo., Brussels (about 
1868). 

Fie, 842. — « Correspondence ticket » of the Antwerp National Tramways (about 1870) — 
Printed list of hours; the other information was added by hand. 

Fig. 843. — Supplement for using a 2nd-class ticket in Ist — Belgian Street Ry. and 


Omnibus Co., Brussels (1868). 


Soft cardboard tickets (Red. 4/5). 


Fig. 844. — Fixed-value ticket showing the 
fare stages — Wass Bros. Ltd. — The di- 
rection is shown by punching the words 
« in > or « out » — Category : ordinary or 
workman, single or return — If used as a 


return, the day is punched as well. 


Figs. 845 and 846. — Through or transfer 
ticket of the London Passenger Transport 
Board — « To find where to change, see 
back >. 

Fig. 847. — Through trolleybus ticket for 


single trip whose stage points are shown 
or transfer to tram cars at places indicated ° 
by their initials. 
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only needful to show the issuing line 
(fig. 221). If the fares on the second 
one vary with the distance travelled, the 
exchange point or the outside limit of the 
journey paid for must be shown as well. 
This is done by means of lists or, more 
simply, by a diagrammatic map of the 
system. 

This procedure obviously requires dif- 
ferent tickets (generally distinguished by 
their colour) for different classes and 
fares. 

At Ulm, and in a few other places, Ed- 
mondson tickets have been used; in Eng- 
land, somewhat larger ones made of soit 
cardboard. Tickets which can be used at 
will for either a through or connecting 
journey are widely used (figs. 846-847). 
Only in the latter case is it necessary to 
indicate the time. On the through jour- 
ney, the fact that a ticket has been de- 
tached from its counterfoil suffices to 
make it useless for a further journey. To 
validate it either for a single or for two 
trips, the date and the time must be 
nipped. 

The same idea has been applied in a 
modified form in certain towns like 
Lyons, where the conductor carries a da- 
te stamp. The ticket is only valid for 
the connecting journey when it bears 
printed mention of the fact (fig. 487). 


In London, the tickets of the South 
London Tramways (fig. 849) and those 
of the London County Council Tramways 
were valid not only for any of a number 
of through trips, but also for a series of 
trips using two successive routes. The 
transfer points were given on the face of 
the ticket (fig. 847), on the back, or on 
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the back with a reference on the face 
(fig. 845). 

The same considerations apply to 
transiers valid on two lines belonging to 
two different Companies (1). The sett- 
lement between them can be made in va- 
rious ways : 


(a) By taking the number of combined 
journeys as equal in both directions; 

(b) By ascertaining by means of their se- 
rial numbers, the number of transfers issued. 
There is an element of inaccuracy in this me- 
thod, as there is no way of checking the num- 
ber of transfers really used; 

(c) By exchangine the transfer against a 
countermark. This gets over the drawhack of 
the previous method. 


The same applies to journeys by tram 
or “bus and by underground (?). 


inn 0-00 
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« Correspondance » tickets (Red. 4/5). 


Vig. 848. — Edmondson ticket issued by a 
special machine, Nord Ry. Co. 

Fig. 889. — Soft cardboard ticket — South 
London Tramways Co. — From tram to 
omnibus — With a series of coloured stri- 
pes. 


(1) In Brussels, 


transfers between the Vramways Bruxellois and the Société Nationale 


des Chemins de fer vicinawa or the Autobus Bruwellois. 
In London, between the London General Omnibus Co. and the London United Tramways ; 
between the London County Council Tramways and the Croydon Tramways. 


(2) In London 


Tickets available on the Metropolitan Electric Tramways, the London 


General Omnibus Co., or the London United Electric Tramways (fig. 853) and the Under- 


eround or tubes. 


Vil—4 
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The earlier tickets were issued by the 
London United Tramways for a combin- 
ed journey with the District Ry. which 
was controlled by the same group. These 
were paper tickets with a list of routes 
and the corresponding fares, one of 


which had to be punched (fig. 853). The . 


London Passenger Transport Board now 
has the same sort of tickets for “bus and 
tube trips but in order to facilitate check- 
ing, it also uses duplex paper tickets 
(fig. 224). 

Fixed-value soft card tickets show the 
journeys that can be made for the stated 
fare by passengers starting from a series 
of lines (numbered by service). They 
also show the transfer points and the pla- 
ces to which the holder can travel by the 
various underground railways (fig. 855). 

Figure 850 is a ticket for a combined 
tram- and rail trip where another prin- 
ciple has been applied. It has two por- 
tions, one valid for the rail section, and 
the other is not only valid in the tram, 


‘ Be | 


Ve | DISTRICT RY | DISTRICT RLY & i 
ae eS ate United: Toston Genes. eee ¢ 
ya) Elovirio Tramways 


| HAMMERSMITH 
igri. Class. 


Sie given e A This Hae : 

Hohe givenepan  ¢ | this MEG a 

Pra. tfar. forthe Rallway poctian 
Riameer Te PEON Te srber te 


raham Green | TURVMAM QREEN 
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but has to be exchanged in the car for 
a ticket for the return rail trip. 


Return tickets valid over two succes- 
sive lines in each direction are numerous 
in England for successive road trips and 
also for road and rail, or road and boat 
journeys. Both parts of the Birkenhead 
Corporation return tickets, for instance, 
are valid by tram or “bus and then by 
ferryboat to Liverpool and back. 

In London, duplex paper tickets in- 
volve a change of car en route (+) (fig. 
224). The tickets previously issued by 
the various Companies and including an 
underground section were identical with 
those for a single method of transport. 

Provincial soft card return tickets often 
have a number of detachable coupons 
which are collected in turn by the servi- 
ces concerned (fig. 186). When four 


sections are involved, it may happen that 
the ticket only has three portions instead 
of four, as the issuing Company may clip 


Edmondson correspondence tickets (Red. 4/5). 


Fig. 850. — Transfer from rail to road : District Ry. and London United Electric Tram- 
ways — Ticket in two halves, one for the rail journey and the other to be exchanged 
in the tram for a countermark. * 

Fig. 851. — L. N. #. Ry. — Issued at the station where the railway journey commenced 
and to be exchanged for a countermark in a vehicle of the Enterprise and Silver Darn 
Motors. 

Fig. 852. — Return ticket issued by the L. N. HE. Ry. for a journey including a railway 
section and another section on one or other of the London underground railways = Spe- 
cial distinctive mark (double trianele). : 


(1) Ticket of the Brighton Hove and District Omnibus Co. Ltd. 
tom, the coupons are 25, 20, 20 and 43 mm. (1”, US UG ls G22 renal Lay Ale?) 
Between New Brighton and Liverpool where the journey consists of 
crossing and back, there are coupons for the two ferry crossings, 


which is exchanged for a countermark. 


Beginning at the bot- 
respectively. 
a bus run, then a ferry 
and the first bus: run, 
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Combined tickets for road services (Red. 3/4) 
Fig. 853. — Old paper ticket to multiple destinations, issued by the London United Blec- 
tric Tramways and available on two underground lines, the Great Northern, Piccadily 
and Brompton Ry, and the District Ry. 


Fig. 854. — Italian return ticket with additional coupon for the Lido Baths (1897) — 
Printed in three vivid colours — Nocieta Veneta Lagunare. 

Fie. 855. — Ticket with multiple starting and destination points, available in turn on two 
lines. first tram or bus. and then underground railway London Passenger Transport 


Board, . 


‘ NOT: GOOD FOR. er eten’s 

WILL BE MADE ONLY, WITHIN THIRTY MINUT| Es 
a STATION OF EXIT IN JERSEY CiTY OR 
UPON PRESENTATION TO AGENT 


sournel Square (OVER). Mo. 1 10 


ohio MARGIN: 


Pie. 856. — Refund coupon issued to passengers who paid for the whole journey to New 
York and only travelled part of the way on the opposite bank — Hudson and Manhattan 
R. R. Co, — The factors concerned shown by punching — Safety background (Red. 3/4). 
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the body of the ticket both during the 
first and during the last stage (*). 

When the different lines belong to the 
same Company, one-piece tickets may be 
used, the four conductors in turn can- 
celling the proper spaces (*). Sectional 
paper tickets are used instead on the 
Continent (*). 

American Railway Companies also is- 
sue transfers, mainly between different 
stations in the same town. They are 
usually similar to road transfers in ap- 
pearance, and there is no need to discuss 
them here. It may be mentioned, how- 
ever, that it is possible to use only one 
type of transfer whatever the category 
and class of the full-fare or cheap ticket 
held by the passenger (figs. 772 and 
say) (Ga 

Transfers play a particularly important 
part in the case of urban and suburban 
systems; they are so widely used together 
with tokens and passes, that they affect 
the entire operation. Each transfer can 
be used over a series of lines at any time 
of the day, but in each case the time of 
issue and the line or lines where they 
can be used must be clearly indicated. 
As some of these factors are only decided 
on in the cars, the value of the system 
depends on the simplicity and quickness 
of the operations involved. This is of ca- 
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pital importance as the whole service will 
be speeded up and the receipts increased 
accordingly. Whenever the transfers are 
improved the methods used have there- 
fore been gradually perfected and may be 
grouped as follows 

USING PUNCHES : 

(a) Old types with lists of stations, hours 
and dates; 

(b) Arrangements reducing the number of 
perforations required; 

MIXED SYSTEM BY PUNCHING AND CUTTER 
SEVERANCE 

(c) Stub with seale of hours; 

(ad) Stub with scale of places. 

SEVERANCE BY NOTCH CUTTERS 

(e) Stub with crossed seales. 


(a) PUNCHING THE NAMES OF STATIONS 
AND TIME OF UsE. — Karly transfers (figs. 
860 to 863) bore lists of all the factors, 
those cancerned being selected by punch- 
ing or clipping 

The month, day, and hour of use, and frac- 


tions of 10, 15, 20 or 30 minutes; 
The line to be used. 


This needed a good deal of punching. 
It soon became the practice to show the 
date by overprinting it very visibly in 
advance, and the month was sometimes 
punched in advance in the list concerned. 
But even so, and in the case of transfers 


(1) Bus journey in the Wallasey Corporation buses, followed by a ferry crossing from 


New Brighton to Liverpool. 
(2) London County Council Tramways. 


(3) At Marseilles, tram journey followed by the Ascenseur de Notre Dame de la Garde 


(ropeway), and return (1907). 


(4) The transfers on the Pennsylvania Line to Logansport, Ind., can be used for 10 dif- 


ferent ratings 


Ist or 2nd class, mileage exchange, return, excursion, clergy, single or 


return party ticket, emigrant, or half-fare; that shown in fig. 857 for 6 ratines only, 


by any one of 25 lines. 


The transfers of the Seaboard Air Line R 


for 14 different rates. 


y. are exceptional in shape, and can be used 


Those of the Pittsburgh, Cincinnati, Chicago and St. Louis R. R. are cards with dates 


covering 8 years. 


The American « band » tickets include, if necessary, special coupons for the transfer 


from station to station. 
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Oid American paper transfer (Red, 3/4). 
Fig. 857. — Indication through multiple punchings — Lists from which the day of the 
month, the method of payment, morning or evening travel, have to be selected — List 


of Chicago stations — Illinois Central R. R. Co, 


used after the War, it was still necessary 
to indicate too many factors. 

The division into minutes of the hour in 
question ; 

The lines; 


The journeys, « from » and <« to >. 


For the benefit of passengers, many 
transfers had on the back a reference list 
of the exchange points with other lines, 
as is sometimes done in Europe, in Ber- 
lin for instance. 


(b) ARRANGEMENTS REDUCING THE NUM- 
BER OF PUNCHES. — It was found possible 
to halve the number of some of the 
punches by printing lists in which cer- 
tain factors were repeated, so that two 
factors could be selected at once by a sin- 
gle perforation. For example, instead of 
one list of minutes, these were repeated 
for each hour (fig. 863); whichever list 


of minutes was punched, also showed the 
hour concerned. 

In the same way, owing to lack of spa- 
ce, old transfers had only given the hours 
from 1 to 12, and to make it clear whether 
if was morning or afternoon, a space la- 
belled a.m. or p.m. had to be punched. By 
dividing the lits of « from » places or 
« to » places into two, it was merely ne- 
cessary to perforate the left side in the 
morning and the right side after mid- 
day (+) (fig. 863). In spite of this at 
least three perforations were needed to 
show all factors clearly, and this was still 
too much. 


(c) STUBS WITH SCALE OF HOURS. — 
PUNCHING AND CUTTER SEVERANCE. — Only 
one of the indications, the lines for ex- 
ample, was retained in the body of the 
ticket and the list of others (hours and 
minutes) was in table form (*) ,fig. 248). 


(1) The columns in the 


list can also be subdivided by a single line drawn through the 


centre, or the first half of the names can be printed in positive (black on white) and the 
second half in negative type (white on black). 


Transfers have also been given a P. M. stub. 


this is removed (figs. 247-249). 


(2) Certain hours can be made to stand out — from 12 p. m, to 12 a. 


— by printing black bands down either side 


When the transfer is issued in the morning 


m. for example 


of the list (Des Moines). 
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Old American card transfers (Red. 3/4). 
Fig. $58. — Chicago City Ry. Co. — Printed date, 1888 — Evening hours in negative type. 
Fig. 859. — California Street Cable R. R. Co., San Francisco, 1937 — Printed in green ink. 
Fig. 860. — Chicayo Omnibus Line — Transfer card for passengers from the railway to one 


of the stations or hotels listed (1892), 


The first line alone needed punching and 
the ticket was severed by a cutter between 
two successive factors on the stub’s ta- 
ble. Not only is the date printed in ad- 
vance, but the direction of the journey is 
also indicated by punching the geogra- 
phical direction (East, West, North or 
South). 

The introduction of a third element — 
colour — makes it possible to go one step 
further. When the range of distinct co- 
lours has been exhausted, it is possible 
to add distinguishing signs, such as wide 
stripes of colour on the scale stub. The 
issuing station need no longer be shown, 
as it is indicated by the colour of the 
transfer. In the same way, it is no lon- 
ger necessary to give the name of the 
route that is to be followed : the direc- 
tion is sufficient. When this system was 


introduced, in Toledo (U. S. A.), it was 
found that an increase of 8 % in the sale 
of tokens made good the losses incurred, 
from having rendered fraudulent return 
journeys impossible. At Des Moines, 
where the system was introduced in 1929, 
the total suppression of punching in one- 
man cars made it possible to increase the 
average speed from 9.5 to 11.5 miles an 
hour, an increase of 21 %. 


(d) STUB WITH SCALE OF PLACES, — 
PUNCHING AND SEVERANCE WITH A CUTTER. 
— In March 1929, a system was tested, at 
St. Louis, which is, in fact, the reverse 
of the previous one, the hours and half 
hours being listed on the body of the 
ticket, and the trips from place to place 
on the detachable stub. At the same time 
a new type of cutter, the « Conover Au- 
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American paper transfers with indications by pu 
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Fig. 862. — St. Louis Transit Co. — Also bears list of lines 
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nehine (Red. 3/4). 


. hours and 20-minute periods 
Fac-simile of Manager’s signa- 


— Special indication of hours 


and minutes, P. M. time in negative type — Form symbol. 


Fig. 863. — West Ridge Transportation Co. 


latter printed in two kinds of type — Whichever 


— List of issuing and connecting lines, the 
side is perforated shows whether it is 


A. M. or P. M. — Ten-minute intervals shown opposite each round hour. 
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Fiz. 864. — « Conover » transfer cutter — St. Lowis Tramways — Seale of lines — Date 


and day clearly printed 


tomatic routing transfer » was introduc- 
ed (fig. 864). 

The order in which the runs are listed 
has a definite purpose; it must not be 
possible to use the transfer as a return 
ticket by cutting off more of the stub. 


(e) CROSSED-SCALE sTUBS. — Punching 
factors in lists printed on the body of the 
ticket takes time, so this is where impro- 
vement was sought. We have seen how, 
by means of a simple type of cutter, one 
of the two factors only, hour or place, 
need be punched, the other being trans- 
ferred to the stub. 

This has been followed up even furth- 
er and the two different kinds of punch- 
ing dispensed with altogether thanks to 
the introduction of notch cutters (fig. 
865) used in conjunction with a double 
entry table on the stubs; the horizontal 
(virtual) lines represent the hours and 
the columns, the routes (figs. 248 and 
249). The factors in the columns may 
vary and list : 

Tssuing line, or more frequently line to be 
used subsequently (figs. 248, 866) ; 


Direction of journey « inbound » (fig. 


249) or « outbound » or else « North » and 
« South ». 


Hours and half hours have to be punched, 


Part of the date, the month for example 
(fig. 250), as each ticket is overprinted with 
the day; 


Zone, « to » and « from » — for systems 
with zonal rates; 
Method of payment — in cash or by token. 


When two categories of transfers are 
needed, for full-fare tram to “bus, and 
half-fare tram to tram, for instance, a 
special cutter is used which notches 
transfers taken from the top or the bot- 
tom of the pad differently (figs. 251 and 


BP). 


ADDITIONAL SPACES are left on certain 
transfers, which can be punched if re- 
quired 


The « off route » space is used for vehicles 
from the depot or returning thereto (1). No 
line indication is added. 

« Emergency » space, for unforeseen cir- 


®cumstances (2). 


Other spaces show how the passenger 
obtained the transfer and specify that it 
was 


Exchanged for a sehool tieket (2) 
journey card) on payment of 2 cents; 
Exchanged for another transfer (2) : 


(multi- 


(1) International Ry. Oo., Buffalo. 
(2) Indianapolis, Buffalo. 
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(ee) 


Vie, 865. — 


No punching — Stub with crossed scales : 
— P. M. coupon, 


other indications (zone, ete.) 


Or else spaces worded ('*) 


« Special » — for unforeseen circumstan- 
cesT 
« Ball Park » — because on days of peak 


traffic cars from any other line can be used 
on the Ball Park line, and the 
such transfers would not correspond. 


eolours of 


CATEGORIES OF TRANSFERS. — Different 
transfers are issued according to the me- 
thod of-payment : 

In cash; 

By tokens; 

By transfer. 


Company's employees (*) are also issu- 
ed transfers but they have to pay for 
them, even if they have travelled free on 
the first route. 

Certain roads also have commutation 
transfers which are bought in booklets 
at a reduced price (*). 


Transfer used in one of the Globe Ticket Co.’s notch perforation cutters — 
scale of hours and quarter hours, and various 


TRANSFERS FOR MORE THAN TWO JOUR- 
NEYS. — Transfers must enable the pas- 
senger to travel to destination no matter 
how many different lines are used, so 
long as these follow each other. Instead 
of 2, he may have to make use of 3 or 4 
lines. The transfers in question are col- 
lected by the conductor of the last car. 
Intermediate conductors perforate a spe- 
cial revalidation space and hand the 
transfer back to the passenger. 


Transfers with detachable coupons. — 
Certain transfers allowing lines belong- 
ing to the same Company (fig. 790) or to 
different Companies (fig. 197) to be 
used in succession are provided with 
control coupons. The conductor of the 
first car detaches the first of these cou- 
pons, and the successive conductors col- 
lect the others. There is no revalidation. 

There are also « P. M. » coupons; if 


(1) International Ry. Co., Buffalo. 


(2) Differently coloured tickets are sometimes issued to employees in different Depart- 


ments, for example 

Transportation ticket brown 
NienenierNl Dep 95 6 4 G96 5 “ties 
(®) Charleston Rapid Transit Co. 


blue. 


yellow. 
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American paper transfers (Red, 3/4). 

Fig. 866. — Transfer for use with special cutter — Boise Street Car Co. — The month 
and day have to be punched, as also A. M. or P. M. space — Scale of hours and quarter 
hours — Line and refund, if any, shown by punching — P. M. in negative type — Heavy 
bands in alternate columns. 

Fie. 867. — Old transfer with stub, Hastern Massachusetts St. Ry. Co. — The text on the 
stub was in negative type — List of hours — Date represented by a symbol (« H » in 


this case). 


these are left on the transfer it means 
that it was issued in the afternoon, but 
if they are removed, in the morning. 


CHAPTER XXIV. 
REDUCED FARES. 


We do not intend going into the ques- 
tion of cheap fares. These are granted 
in order to encourage the public to tra- 
vel. The Companies’ attitude in this con- 


nection is based on the ordinary commer- 
cial principle of selling larger quantities 
cheaper, with the difference of course 
that they sell large quantities of tickets 
to a number of different persons, and 
also, but less frequently, to certain 
groups of passengers. In other cases, 
they endeavour to lessen the deficit on 
certain services worked for little profit 
or at a loss by selling particularly cheap 
tickets. 

This shows why a multitude of special 
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rates which have been introduced, all 
have to be represented by special tickets. 
Two different principles are involved : 


(a) The same reduced fare tickets are 
issued to all holders, whatever the reason 
it is granted to them. 


(b) Different tickets are introduced 
for each category of passenger, even if 
several categories enjoy the same reduc- 
tion. This system is obviously objection- 
able from a ticketing point of view, and 
can only be defended on the plea of sta- 
tistical or accountancy requirements. 


The first system rules in Belgium, the 
second, on the British Metropolitan and 
overseas Railways. 


° 1 aa 
= PARIS-S! LAZARE 10. : 


' anheiniae 


__ QONCESSION | 
Up ‘MOREE 


Cheap fare Edmondson tickets (Red. 4/5) 

Fig, 868. — Indication of the percentage of 
reduction and taxation — French State 
Rys. — Bicoloured as were all French half- 
fare tickets. 

Fig. 869. — New South Wales Govt. 
cession ticket — Date stamped. 


Rys. con- 


Attempts have been made to reduce the 
number of different kinds of tickets by 
using the same ticket in the first case, 
for several rates granting different re- 
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ductions on the full fare, and in the se- 
cond, for several different categories of 
passengers grouped on the same tickets. 


DIFFERENT PERCENTAGES OF REDUCTION. 
— For reasons outside our subject, va- 
rious percentages of reductions are grant- 
ed. The tickets can show these exclusively 
or inclusively, i.e. they may show a frac- 
tion of the full fare, or on the contrary 
state the percentage of reduction on the 
usual fare, from which it is possible to 
calculate by subtraction how much of the 
full fare they represent. 

In either case the percentage of reduc- 
tion is not always indicated. Cheap 
tickets frequently issued, in England, 
formerly in Belgium (fig. 875), and still 
in the Uunited States (« reduced fare 
tickets ») (fig. 15), do not specify the 
percentage of the reduction. 

« Concession tickets » are also to be 
found in England and Australia (fig. 
869) ; they are similar to the French « bil- 


Fig. 870. — Single semi-blank ticket with sa- 
fety grid consisting of the interlaced ini- 
tials of the Chemin de fer de Grande Cein- 
ture (Paris) — About 1905 — Category 
half fare (Red. 4/5). 


lets de faveur » (fig. 871), a name no 
longer used since it seemed rather dero- 
gatory. The British « privilege tickets » 
issued to railway officials and employees 
are based on the same idea. 

In France, tickets are issued at three- 
quarters, half, or one-quarter fare.  Si- 
milar reductions are granted in other 
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Edmondson tickets (Red. 4/5). 


Fig. S871. — Privilege ticket with 90 % re- 
duction — French State Rys. (1905). 

Fig, 872. — Ticket issued at 3/4 single fare 
— Midland Ry. — Number repeated on 


both halves. 


countries (fig. 675) (*), and various Ed- 
mondson tickets show them in various 
ways. The French half-fare tickets are 
bicoloured parallel with the long side 
(figs. 8355-868), and the quarter-fare 
tickets diagonally bicoloured (7). Else- 
where, a simple central or diagonal line 
answered the same purpose (fig. 76). 
One of the colours was yellow, and the 
other, the travel class colour. Yellow was 
given up after a time, and that part of 
the ticket left white, so that only the se- 
cond colour had to be printed. Some 
Companies print the class colour on the 
left, and others on the right, according 


Vio. 873. — Differential tariff ticket — Ita- 
lian State Rys. 

Fig. 874. — Ticket issued against a warrant 
to seamen or soldiers on duty at Govern- 
ment half rate — Great Western Ry. 


to the direction; on certain others, this 
reversal of the order is due to the tech- 
nical process of manufacturing the 
tickets. The French way of differenciat- 
ing between half and quarter-fare by lon- 
gitudinal or diagonal division of bicol- 
oured tickets has been modified in the 
case of tickets printed (necessarily) in 
one colour at the moment of issue. Black 
hatching replaces one of the colours in 
the case of tickets printed by the « Con- 
troller » machines (figs. 660 to 663), and 
a heavy oblique or vertical line those 
issued by the A. EH. G. machines (figs. 
702-701). 


(1) In Switzerland and in Spain. 


(2) The diagonal division is sometimes extended over the whole of a return ticket. some- 


times it is repeated on each half (fig. 591) even if these are for different classes 


785). 


(fig. 


On the P. L. M. the arrangement of the colours is identical on each portion of the 


ticket; it is sometimes reversed on the two parts of a return ticket on the French Hist 


Railway (France), 


so that only the two outside portions are coloured (fig. 591). 


In Central Europe, the diagonal division is made on the lower half of vertical coupons 


only (Austria, Hungary, Ozechoslovakia). 


A separate colour may be used for each of the three portions of blank three-part Ed- 


mondson tickets (fig. 590). 
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Though reserved in principle for non- 
dividable tickets, such divisions are often 


indicated on bi-coloured  two-portion 
tickets. 
In the States, half-fare tickets are 


printed on blank cards pre-printed in 
red or occasionally in blue, with the frac- 
tion « 1/2 » in large figures (fig. 80); 
this is also to be found on single or re- 
turn paper tickets (fig. 150) but rarely 
on « band tickets » where it is more 
usual to clip a space marked « 1/2 pri- 
ce » if the ticket is sold for this amount 
(figs. 644,960), 

The so-called Belgian system allows the 
same Edmondson tickets to be used at 
full- or half-fare, thereby halving the 
number of different tickets required. The 
principle consists in issuing the whole 
ticket for full fare and only half the 
ticket when it is sold for half-fare, the 
other part being retained for auditing 
purposes. This necessitates a special ar- 
rangement of the letterpress which has 
to be repeated together with all the fac- 
tors relating to the journey, geographical 
data, date, serial number, full and reduc- 
ed fare, on both halves of the ticket. The 
half fare may be exactly half the full 
fare, or a fraction higher. It is unneces- 
sary, with this system, to print or is- 
sue special half price tickets, or to mo- 
dify the ticket in any way at the time of 
issue as with the English system. 

These tickets are issued to all passen- 
gers entitled to a 50 % reduction, child- 
ren, and military not qualified for 1/4 
fare. In order to specify the categories, 
when needful, a hand stamped initial is 
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other passenger. In addition, on railways 
where no reductions are granted on re- 
turn tickets, one of these single tickets 
can be issued to a soldier or a child as 
a return ticket, on stamping it with the 
word « return » on either of the two 
halves. 
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Cheap Edmondson tickets (Red. 4/5). 


Fig. 875. — Old Belgian State Rys. ticket 
(1865). 

Fig, 876, — Return ticket at single fare and 
1/4 — Midland Ry. — With triangular 
stub to be punched out when issued to a 
child. 


One of these tickets is shown in fig. 
776 and others issued by the Austrian 
North Western Ry. in fig. T75b, the Siid- 
bahn in fig. 207 and the Dutch railways 
in fig. 694; all apply the same system. 

Similar cheap fares are in operation 
in England but the fractional rates are 
more complicated. Besides single tickets 
at 4/3, 1/2, 2/3 and 3/4 o1 the full fare 
(figs. 261, 872-874) (+), return tickets 
are issued at the ordinary single fare or 


added. It is also possible subsequently to 1 1/4, 4 1/2 or 1 3/4 the usual fare (fig. 
issue the second half of the ticket to an- 876) (°). 

(1) On the former Midland Ry. and the L. M. 8S. Ry. 

(2) The New South Wales Government Rys. issue 3/4 fare tickets (apprentices), 1/2 


fare (children and scholars) and 1/4 fare 


tickets issued to students at the free schools. 


(also to scholars) without counting the free 
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Edmondson tickets with percentage reductions (Red. 4/5). 


Fig. 877. — One-piece return ticket printed by the A. H. G. « Rapid Printers » — Bel- 
gian National Rys. Co, — Double serial numbering — 75 % reduction. 
Fig. 878. — Back of an Helens pre-printed scheme ticket — With vertical grid for 


an possible extra des Same Company as fig. 
reductions listed with the corresponding fares. 

Fig, 879. Semi-blank ticket from a soft carton reel — Fixed value and various altern- 
ative re National Light Rys. Co. — Category : single or return. 


877 — Various percentages of 


For some time past, ever more reduc- 
tions have been granted and this has led 
to a harmful complication which has 
been remedied to some extent through 
expressing them in percentages of the 
full fare. Belgium, for instance, has 
tickets with 35, 50 or 75 % reduc- 
tion (1) (fig. 877), and France with re- 
ductions of from 25 to 90 %, the latter 
granted to workmen for holidays with 
pay (*) or war disabled or members of 
a large family. 

REDUCING 


THE NUMBER OF DIFFERENT 


(1) These reductions are granted as follows 
25 % to officers on the reserve, gendarmes, 


CHEAP TICKETS. — Tickets with cheap-fare 
stubs showing the different kinds of re- 
ductions granted, and the corresponding 
fares have been introduced in Belgium. 
When they are severed between two con- 
secutive percentages, the passenger is is- 
sued a cheap ticket, and the booking 
clerk retains the stub for accountancy 
purposes (fig. 237). 

In view of the likelihood of further 
reductions, recent tickets have been 
printed with a « grid » in which to pos- 
sibly write these and the corresponding 
fares (fig. 878). 


ete. ; 


35 Jo to groups or parties of at least 15 persons, ” +0 deiegates to Congresses, ete.; 
50 % to groups of at, least 25 persons, to children between 4 and 10 years of age, to 


to nurses, etec.; 
military, ex-service 


otficers on leave, 
75 % to 
work, ete. 


"men, 


professional 


journalists, unemployed looking for 


A 30 % reduction is also granted to members of large families on the Frontier-Haze- 


brouck section. 
(2) 50 or 
a 70 % reduction is eranted in Italy 


75 % according to the degree of disablement ; 
, 60 % in Germany and 7 


to members of large families; , 
75 % in Austria. 
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The Belgian National Light Rys. Co.’s 
soft card single or return tickets have ta- 
bles showing the reductions in force, on 
which the conductor indicates the reduc- 
tion applying, in coloured pencil or by 
perforation (fig. 879). 


e 


tickets for cireular 
(Red. 4/5). 

Fig. 880. — Swiss Federal Rys. ticket, show- 
ing the route. 

Fig. 881. — Exchange ticket for ticket issued 
by an agency Compagnie Genevoise de 
Navigation & vapeur. 


Edmondson tours 


We have already seen that paper cou- 
pons generally. have a triangular stub in 
the top corner which is removed when 
the ticket is issued at a lower rate to a 
child (fig. 92). They can also be made 
so that the same coupon may be used for 
different percentages by providing them 
with stubs at the upper and lower right 
hand corners, the removal of which 
means that the coupon has ben sold at a 
reduction of 25 or 50 % respectively (*). 


VARIOUS FARE REDUCTIONS are granted 
and in order to put a certain amount of 
order into this subject we will group 
them as follows : . 


1. Reductions applying to the journey it- 
self; 


(1) The Congo Light Rys. Co. 


(Uélé lines). 
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2. Reductions for some professional reason ; 
3. Reductions for 
children ; 


family reasons or for 


4. Restricted reductions (limited to certa’n 
categories of passengers). 


Any other classification covering all 
the different kinds of tickets would do 
just as well; the essential point is to have 
some sort of classification, as this is the 
only way of making an orderly investig- 
ation. It may be stated at once — and 
we cannot insist too strongly on this 
point — that the number of separate ca- 
tegories for which different tickets are 
issued is unnecessarily high. It would be 
advisable : 


(a) To group the categories so as only 
to issue a single kind of ticket for each 
group of cheap fares, instead of diffe- 
rent tickets for each category. Each such 
group would cover all the tickets issued 
under the same conditions; 


(b) Only to issue special tickets for a 
given category of a group when special 
statistics are required. An issue of this 
kind could even be only temporary, as for 
example in Belgium, where in order to 
settle an account with the State, the cards 
used for tickets were over-printed in ad- 
vance with a distinctive sign in red : 

I For War disabled; 

+ For « Croix du feu », etc.; 

F For members of large families; 


X For ex-service men (fig. 892) ; 
M For soldiers on active service; 
A For other cheap fares. 


In order to distinguish between cer- 
tain categories of passengers, Edmondson 
cards of special colours are used for cer- 
tain services, the same colour for both 
2nd and 3rd-class travel : 

Grey for disabled ex-service men; 


Orange for « Croix du feu >», ete. 
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Pink for members of large families; 4, 1. — Collective tickets. 
Lake for ex-service men; 4, 2, — Tickets for events drawing big crowds. 
; ai Te ee — Sports tickets. 
2 for soldiers active service. 4. 3. ] : 
pve ee ee 4, 4, — Tickets of a charitable nature. 
Apart from the case we have just men- + > — Temporary cheap fares. — 
. : xe 4. 6. — Tickets for certain trains. 
tioned, it does not seem advisable to Nave 9a My. ioucrcucep tance 
different tickets for passengers benefit- 
ing by the same rate reductions. But |. — Reductions applying 
since unfortunately this is not the case to the actual journey. 
i acti i rapl review the ‘ : 
in practice, we must rapidly review 1 ibs S5 ealled actClten Teenie rests 


iff egories i i . For this s é 
ee Saaee ae: Stee aie ae cover one or several railway systems 1 
2 T if oT 7 h a 
a LCE eke orate toes © the same country. They are to some ex- 


ASE OSS GO « tent return tickets, the homeward jour- 

1, — REDUCTIONS APPLYING TO THE JOURNEY Ney being made by a different route to 
ITSELF, the outward, and profiting in spite of 

1. 1, — Cireular tickets. this by some reduction on the ordinary 

1. 2. — « Combinable » tickets. fare. 

1. 3. — Cheap tickets issued to any passen- They may extend to journeys made 

1.4.—E ae hae: partly by sea (+) (fig. 884) or inland 

— Excursion tickets. 5 ae 
eons : ; W rw = F 1s1nge or 
1. 5. — Regional reductions. aterways (*), or comprising mot 


coach runs (*) or air travel. They are 


1. 6. — Tickets for slack periods. : : : : 
issued by railway companies carrying the 


2, — AR a) ON PROFESSIONAL passenger to the change-over point or 
GROUNDS. . 

more rarely, by tramway companies (*). 
2. 1. — Soldiers, sailors and correlated. On ‘ : 0 th y pa oh ( ) 
2. 2. — Employees of other public services. et BL SCLORS tes DAsee la ae ame 
2. 3. — Professors, students, and scholars. choice of route or even of method of 
bay 2 Voshentaueeilectanienrole mons transport. The holders of circular tickets 
2.5, — Traders. frequently benefit by reductions on lines 
2, 6. — Manual trades. joining or branching off those followed 
2. 7. — Company’s employees, by the tour. Such reductions are granted 
8 == Repucrions HOR PAMGDY REASONS! on showing the ticket or on collection of 
3. 1. — Different members of a family. a special coupon with which it may be 
3. 2. — Children, provided for the purpose (fig: 177). 
4, —— RESTRICTED REDUCTIONS (LIMITED ‘0 Each system issues a certain number 


CERTAIN CATEGORIES oF pPagsen. OfnCcirCUlanitickers over Tixedariierariece: 
GERS), These are often made up into booklets 


(1) « Tour of the Isle of Wight » (Southern Ry.) ; these tickets include admission to 
the pier. 

Cruise from Paris to Bordeaux by rail (P. O.), Bordeaux to Dunkirk by boat, and back 
to Paris by the Nord Ry. Yo ‘ 

Ocean cruises of the London and North Eastern Ry, 

(2) Compagnie Genevoise de Navigation; « Tour of Haut-Lac », ete. 

(8) Tour of the Ardennes (Belgian National Rys. Co.); the Chateaux of the Loire 
(P. O. Ry.). 

(4) Tours of the Bristol Tramways, and those of Rothesay (« Round Bute >). Birken- 
head, and Blackpool (tig. 882). These tickets are clipped on each section of the journey, 
a special space being provided in each case, 
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with detachable coupons (Belgium); in 
Switzerland they used to be thick cards 
which were clipped at each section of the 
journey; more recently, Edmondson 
tickets have been substituted (fig. 880), 
and divided, if need be, into three cou- 
pons (fig. 884). In many cases, counter- 
marks are issued in exchange (fig. 881). 

Circular journeys may be broken. If 
they start from the frontier, the return 
journey need not necessarily end at the 
starting place (*). 

Part of the itinerary may be covered 
on toot. The London Metropolitan Ry., 
which originated this idea, arranged 
some fifteen rambling tours. 


1. 2. — « Combinable tickets ». — As 
it is impossible to foresee all possible 
combinations of journeys, circular tickets 
are made up of coupons meeting any of 
the passenger’s requirements. For this 


URIST CAR 


es 


tained Passenger until 
journey ts completed, and 
shown on demand to any. 
Tramways Official. 


Road transport soft card tickets for circular 


tours (Red. 4/5). 
Fig. 882, — Blackpool Corporation Transport 
Dept. — With spaces to be punched by suc- 
cessive conductors. 


Fie. 883. Brighton Corporation Tramways 
— Ticket for tourist car, 
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purpose the International Union for the 
Issue of Combined Tickets, with head- 
quarters in Brussels, has numbered each 
section of all the lines on all the rail- 
way or steamship systems where such 
tickets are available, and the various 
Companies belonging to the Union have 
printed coupons for each of them. These 
coupons are usually 15 % cheaper than 
ordinary single tickets but special reba- 
tes are frequently awarded (?). Blank 
coupons are also provided for use instead 
of missing printed ones. 

Coupons are also issued for several 
consecutive sections on the lines of a 
single Company. We have previously 
seen how these coupons are made up into 
booklets with the Union’s standard cover 
‘fig. 585). The German Verein has simi- 
lar tickets (fig. 91). When necessary, 
these Associations alter the general re- 
gulations and clauses affecting the issue 
or use of the tickets. 


1. 5. — Cheap tickets issued to all pas- 
sengers. — This category should be head- 
ed by return tickets issued to get the pu- 
blic to travel during slack periods so as 
to meet the competition of other services, 
or to attract certain kinds of traffic, 
such as workmen on holidays with pay. 
Single cheap tickets have also been issued 
for the same reasons. 

The period of validity of return tickets 
varies from half a day to one or several 
months. It is sometimes shown by sur- 
charging them with a numeral in ske- 
leton type, corresponding to the number 
of days the ticket is valid. Edmondson 
tickets differing only in period of vali- 
dity are identical save for this overprint- 
ing and the price which varies accord- 
ingly. 


(1) The Italian Railways, who originated such tours, organise a great many every year. 


{2) 60 % 


vellers through Italy. 


VIT—5 


for transit through Germany; 50 or 70 % according to class for foreign tra- 
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Lit Fin :RPOOLCLAM:S1) 70 
LONDGN ( EUSTON) & BACK 


[ HOW anos 3 
‘DAY EXOURSIO 
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‘ 
i 


Le f AaT Note 10 - v. Se 
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pea FIRST CLASS Ty 
Nass RETURN oO 


Edmondson excursion tickets (Red. 4/5). 


Fig. 884. — Three-portion ticket for a circu- 
lar tour including a section. by boat 
L. N. B. R. and G. Snuth and Son — The 
railway portions of the journey include a 
Pullman supplement — Category : Child — 
Initial « D » surecharged to show that it is 
valid for the day of issue only. 


Fig. 885. — Tralee and Dingle Ry. — Special 
mark used for excursion tickets. 


The category of special return tickets 
is frequently indicated by a letter, as 


A « C » for cheap returns; 

An « M » for monthly tickets; 

An « 8S > for summer tickets, 
days (fig. 592) ; 

An « L » for long-period returns, 


valid for 30 


Similar tickets are used by road trans- 
port (fig. 889). 

Excursion return tickets and those on- 
ly valid at certain hours of the day will 
be dealt with below. 


1, 4. — Excursion tickets. — There 
are various categories of excursion 
tickets which are issued either to all or 
only to certain passengers. In both ca- 
ses, as they carry pecuniary advantages, 


Fig. 886. — Return excursion ticket for the 
Coronation — With date and number of 
special train — L. WM. S. Ry. 


Fig. 887. — Oork, Bandon and South Coast 
Ry. (Eire) — Return ticket — Name of is- 
suing station and of outward journey omitt- 
ed — Date stamped. 


they also entail certain restrictions. 
When good over the whole system, 
they are only valid on certain dates or by 
certain trains. If honoured on all trains, 
they are generally only available for cer- 
tain districts. 

Excursion tickets are issued both to 
clubs or parties and to the general pu- 
blic. 

Excursions organised by agencies date 
back to 1841. Figure 178 shows one of 
the earliest of Cook’s tickets issued by 
the Midland Ry. For a long time this 
agency, then Messrs. Gaze and later 
Messrs. Lunn were the only agencies with 
permanent agreements with certain Rail- 
ways, such as the Swiss Companies (fig. 
881). 

The first English excursions were ma- 
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Soft card road tickets (Red. 4/5). 
Fare stages with heavy type initials. 
Fig, 888. — Cheap ticket for slack periods — 
L. G. O. and Associated Cos. — Surcharged 
with special mark and the value in skeleton 
cifer. 


Fig, 889. — Fixed-value cheap return ticket 
— London Passenger Transport Board trol- 
leybus — Colour intensified by cross hatch- 
ing to distinguish it from an ordinary 
ticket. 

Fig. 890. — Same Company’s tram services 


— Ticket for a one- or two-car journey — 
With distinctive marking. 


de in open carriages but, in order to at- 
tract a greater number of passengers, a 
greater degree of comfort was offered 
and certain excursion tickets stated be- 
tween 1865 and 1875 

« In covered carriage > (fig. 7766). 

« In closed carriage » (fig. 774). 


In those days, this was a novelty. 
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The Companies frequently issue excur- 
sion tickets « by special arrangement » 
for which they use blank or fixed-desti- 
nation tickets (fig. 587). 

Excursion tickets are widely used and 
very popular in England, where the foll- 
owing categories of Edmondson tickets 
are issued : 

Half-day excursion; 

Day excursion, often designated by the let- 
ter « D ». Single or return tickets. 

Cheap day excursion. 


Excursion booklets from England to 
the Continent and vice-versa are valid for 
periods of 15 or 17 days. 

In addition to tickets valid on most of 
the trains, others are issued requiring 
the holders to travel by a given train, es- 
pecially in the case of special excursions, 
such as the excursions organised in con- 
nection with the Coronation (fig. 886), 
the Midland and Great Western Ry. 
(Eire) tickets, valid as far as the « tem- 
porary halt » of Fairy House Bridge 
(fig. 185), or those of the South African 
Rys. valid as far as 

« A point situated 76 1/2 miles alone the 
main line » (fig. 920). 


Similar excursions are naturally less 
frequent by road, where they are run in 
special cars (fig. 883). 


1. 5. — Regional reductions are grant- 
ed to the inhabitants of a given district 
served by railway, or on the contrary to 
passengers travelling into a _ district 
which it is desired to boost. 

Funicular or rack railways and even 
adhesion lines in mountainous country 
have sometimes been costly to build and 
this has obliged them to charge high ra- 
tes in order to get a return on capital. 
Tourists are able to pay these high rates 
since they use each line but little, but 
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this does not apply to the inhabitants of 
the district, who travel by them daily. 
This they could not afford to do were 
they not granted special reductions. 
Cheap tickets « for the inhabitants of 
the district » are therefore issued to 
them on presentation of a document 
proving they live in the district (fig. 891). 


Edmondson tickets (Red. 4/5). 
Fig, 891, — Special return ticket for inhabi- 


tants of the district Territet-Glion-N aye 
(mountain) Ry. — Return in negative type. 

Fig. 892. — 50 per cent reduction return 
ticket now printed in one language only — 
Clear ticket due to part of the text, distan- 
ce, class, fare, number and series being ar- 
ranged laterally — Category : X, (Hx-ser- 
vicemen). 


On the other hand, in order to get the 
public to travel over certain lines, special 
reductions are granted for slack periods 
or hours which suit the Company. They 
are not necessarily of the same sort; they 
may be selected either on account of the 
beautiful scenery they run through, or as 
leading to holiday resorts, winter sports, 
mountaineering districts and so on. 

Holiday tickets started the idea, then 
came seaside tickets (7) and more recent- 
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ly, tickets for sports grounds, winter 
sports, etc. (°). 


1. 6. — Slack hours. — Instead of 
taking the distance covered into account 
these tickets seek to promote traffic dur- 
ing slack hours. The British Railways, 
for example, issue the following Ed- 
mondson tickets 

Mid-day cheap; 

Karly closing; 

Evening cheap; 

Shopping tickets; 

Evening tickets. 


To these must be added tickets for 
markets and fairs, which are widely used 
on many lines, and even theatre tickets, 
to. get suburban and provincial passen- 
gers to travel in the slack evening pe- 
riods. 

These various kinds of tickets are also 
issued for through trips over main-line 
and urban railways (fig. 850). 

Cheap mid-day fares have been intro- 
duced for the benefit of employees who 
work away from home to enable them to 
go back for lunch. 


Roap Transport also issue cheap tickets 
during slack hours either to all or only 
to certain categories of passengers. Their 
special validity is indicated on the fixed 
price tickets. 

In London, cheap mid-day fares are 
either shown on special tickets or added 
to the list of normal services. They are 
sometimes followed by a list of other 
journeys which can be made at reduced 
fares during working hours only (fig. 
888-890). 

Cheap return tickets of all categories 


(1) Introduced in France in 19387. 
In Germany, tickets for the Baltic. 


Sea breeze trips on the Great Southern Rys., Wire. 


Many French Edmondson tickets have three coupons, the centre one giving access to the 


beach, or other enclosures. 


(2) In France. Austria and Switzerland. 
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Edmondson tickets for 
Fig. 893. — Old Belgian State Rys. ticket (in 
the fifties) — Surcharged with capital 
« M >» (Military). 
Fig. 894. — Soft ecard ticket, Paris Metropo- 
litain — Valid during the War — Very 
badly printed safety background. 


are generally available in one direction 
at certain hours of the day only, in order 
to increase the traffic at these times. The 
return journey is included in the usual 
tralticy (2\p 

American Companies have been at 
pains to increase their slack hour traffic 
and have resorted to various means for 
the purpose. The Baltimore Transit Co., 
for example, since the 1st January 1957 
has issued two-trip slips free to full fare 
passengers. If the return takes place be- 
tween 9 a.m. and 4 p.m. only half the 
fare is charged provided this slip is 
handed in. This was therefore a condi- 
tional reduction only in operation at 
slack periods. 

We have already mentioned the shop- 
per’s tickets devised by the Hon. Henry 
W. Kiet, former Mayor of St. Louis, and 
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military (Red. 4/5). 


Fig. 895. — Return ticket for British soldiers 
in Germany — Belgian State Rys. 
Fie. 896. — Return seheme ticket with 75 % 


reduction for maimed — Paris-Orléans Ry. 


City Transport Receiver, in order to make 
better use of the vehicles during the slack 
period between 10 a.m. and 4 p.m. (’). 
As from the 10th July, 1935, he issued 
single tickets valid without additional 
payment for the return journey. Passen- 
gers could also obtain free transfers in 
both directions. Even making allowance 
for those who changed the hours at which 
they travelled in order to obtain these fa- 
cilities, a substantially increased traffic 
was recorded. As a result shopper’s sea- 
sons which could only be used at the 
same time as the tickets mentioned abo- 
ve were also introduced. 

The special concession passes are based 
on an opposite idea. They give free 
transport on the outward trip, the pas- 
senger only having to pay for the inward 
one. These special tickets are issued by 


(1) In England some of these tickets are only valid after 10 a. m. 


day on Sundays. 


The cheap fares are in operation from 9.30 a. m. 


on week days, and all 


Monday to 4 p. m. Friday inclusive. 


In Bradford all passengers travel at the cheap fares up to 9 a. m, 


(2) See Bulletin. July 1938, p. 672 (136). 
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agreement with large business or enter- 
tainment firms who pay the Company a 
reduced fare for the original trips. 


2. — Reductions on professional 
grounds. 


Special reductions are granted to those 
following various professions, and most 
generally apply to military and workmen. 
But there are so many others that it is 
essential to group them; little comment 
will be required, thereby avoiding having 
to unduly extend this chapter. 

Edmondson tickets are mostly used, 
but cards and paper tickets are to be met 
with, particularly in America. In Europe 
the latter are used for many purposes, 
and include various reductions, the 
amount and reason being shown. 

We will review them succinctly in the 
following order : 

1. — Military, naval, and correlated; 
Employees of other public services; 
. — Professors and students; 

Other intellectual professions; 
. — Traders, 

. — Manual workers; 

7. — Company’s employees. 


NNN NNN NL 
a on kf & LO 


British Railway Companies (at home 
and overseas) are the chief offenders in 
issuing too many different categories of 
tickets. In America, the number of diffe- 
rent kinds is relatively small (+). 


2. 1. — Tickets for soldiers, sailors 
and the like. — These tickets are issued 
to those entitled to them either when in 
uniform, or on showing an identity card, 
or against a warrant. Though the same 
benefits are granted to both the army and 
navy, certain railways issued different 
tickets for them. More recently, they is- 
sued tickets available for either, and at 
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the present time, they are all grouped 
together as tickets for H. M.’s Forces. 
Different tickets are still issued to those 
on service and on leave, as the reduction 
varies in each case. In addition, the po- 
lice and similar bodies enjoy the same ad- 
vantages, when in uniform or upon pro- 
duction of an identity card or badge 
(fig. 467). 

The variations most frequently found 
with single or return Edmondson tickets 
are listed below. We will begin with 
tickets for those travelling while on active 
service : 


Military (figs. 893-895) ; 

Defence Force, New Zealand Govt. Rys.; 

His Majesty’s Forces on duty — This now 
includes all services; 

Soldier on warrant (Ireland) ; 

Soldier on duty; 

Sailor on duty; 

Naval or police on duty; 

Seaman, soldier, ete., on duty. 

Soldier on active service or on leave (Bel- 
gium) ; 

Officer, Midland Ry. (fig. 261) ; 

Officer or private, France; 

Staff officer, England; 

Reservist called up. France. 


The following Edmondson tickets are 
or were issued to military on leave : 


Soldiers on leave; 

Officer on leave, Southern Ry., Great West- 
ern Ry. (fig. 898) ; 

Military and naval on furlough, ZL. M. N.; 

Military, ete., on furlough Z. N. HE. Ry.; 

His Majesty’s Forces on leave. 


It is curious to note the large variety 
of tickets for sailors, in addition to the 
above 


Merchant seaman. Midland Ry.; 
Mercantile marine, on leave; 


1 erely j 7. ] P iekets P oyreayay 4 e 
(1) Merely including tickets of various sorts for members of a government department, 
commercial travellers, workmen and clerey: the others are exceptions. 
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Training ship boy, G. W. R.; War disabled, according to the degree of 
Friend of training ship boy, North Bri- disablement (fig. 466) ; 
tish Ry. ; « Croix du feu >; 
Ship’s crew, Great Western, Southern. iix-service men (fig. 892). 
When the concession deeds of the Road And during the War : 
Companies require them to carry soldiers Paris Fortified Area (fig. 900) ; 
at reduced fares, special tickets are issu- Tickets valid for the hostilities period 
ed : at Bordeaux, tickets for non-commis- (fig. 894) ; ; 
sioned officers and privates, elsewhere Tickets for occupied territory (figs. 78-418). 


for officers (Bradford) ; at Damascus for 
« civilians or military » with a table of 
the fares applying to each of the two cate- 

a Ppiying Military hospital (fig. 897) ; 

Sores. Visit to a new ambulance train; 

In addition to these regular tickets, the Tickets for light meals offered at reduced 
Railway Companies grant special reduc- Prices to soldiers or sailors on active service 
2 a 5 fig. 9 : 
tions to certain categories oe yee 


Also tickets for charitable institutions: 


Aimbulance tickets; 


Wi ivent postmented \ For territorials : 


Maimed (fig. 896); Training meetings of the French National 


Bsus. ovrwano ; = iAPER- B ERCY. 


“GSRUS RETURN 
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| FOR: CONDITIONS SEE BACK. 
Edmondson tickets for soldiers (Red. 4/5). 

Fig. 897. — Bilingual return ticket for a visit Fig. 899. — Ticket for training of the obso- 
to a military hospital — Great Southern lete National Guard — Oeinture Ry., Paris. 
Rys., Hire Special colouring. Fig. 900. — Special blank return ticket of the 

Fig, 898. — Ticket for a member of officer on Paris Fortified Area for a member of the 
leave’s family — Southern Ry. — Sur- Red Cross — Issued during the War — 
charged with an « L » to show the category JES hs he ARN 
« leave » and the word « child » — « For 


conditions see back » slogan. 


(1) The Fifth Regiment, for example (Bex-Gryon-Villars Ry.) ; 
The 2nd London Rifles (London and South Western Ry.) ; 
The Hon. Artillery Company (London, Brighton and South Coast Ry.). 
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Guard (long since disbanded), Ceinture Ay. 

Paris (fig. 899) ; 
Volunteers in 
Territorials, 


unmizorm, S. H. hy.; 


The Midland Ry. and the North Eastern 
Ry. had tickets adorned with a vignette 
(fig. 261). 

In addition to the usual term « mili- 
tary » or « military rate », tickets for sol- 
diers on the French railways ‘are dis- 
tinguished by diagonally divided two- 
colour printing 

Single tickets, figs. 170 and 456, 

Return tickets in two halves, fies. 597 and 
785, 

Return 
590), 


tickets with three (fig. 


portions 


Machine tickets are distinguished by 
special signs (figs. 660 and 702) and tho- 
se of other countries by various indica- 
tions (fig. 583). Field railway tickets are 
generally paper ones (fig. 587), often 
printed on scrap paper. 


901, — 
ticket, 
during the 
Western Jn. Ry. — Category 


refreshment 
aleoholie drinks, issued 
Midland and South 
Soldiers or 


Edmondson 
excluding 
War 


Pig. 6-d. 


sailors in uniform 


(Red, 4/5). 


2. 2. —— Reduced fares for employees 
of other public services. — Police gener- 
ally enjoy the same reduced fares as sol- 
diers, and are either issued the same Ed- 
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mondson tickets as the military (see abo- 
ve), or else special tickets : 


Police, in Rhodesia (fig. 904), and Great 
Southern Rys., Hire; 

Garda on duty (the 
Irish police) ; 

Police on duty, or on leave; 

Judicial police officials (public presecutor’s 
department), in Belgium (fig. 905) ; 


garda were special 


as well as various paper tickets : 

« Gendarmerie » and « prisoners > in Bel- 
eium and France; 

« Cuerpo di carabineros », in Chili (*). 


In America, paper tickets of a more ge- 
neral nature are utilised, labelled : 

« Govt. Services >, in the United States; 

« Civil Service > in Canada; 
—« Government Employee >, in South Ame- 
rica ; 

Political or eeclesiastical Govt (2) ; 


Bolivian State transport (3). 


Besides these, special tickets such as 
« sheriffs » tickets (1) and others are is- 
sued on occasion. 


2. 3. — Tickets for professors and 
students. — While there are special 


tickets for students of all ages everywhe- 
re, those for professors are exceptional. 
« Teacher tickets » are to be found, how- 
ever, in Newfoundland and existed for- 
merly in Ireland. 


Students and scholars are generally is- 
sued season or multi-journey tickets but 
ordinary single or return tickets are used 
as well (fig. 159). In New South Wales, 
they are issued half or quarter-fare 
tickets and even free tickets when they at- 
tend the free schools. As most of them 
live in towns or suburbs, they frequently 
ride in urban cars, so these tickets are 


1) Anglo-Chilian Consolidated Nitrate Co. 
2) Arica and La Paz Ry. 

3) The Congo Ry. Oo. 
4) 


Chicago, Rock Island and Pacific. 


Edmondson tickets for special categories of passengers ( 
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TW a 
i MERCANTILE 
Uf} __Araitable tor three months from date of lane. ite) 
wo SOUTH SHIELDS to Tel 
, KINGS GROSS | 
ia] Via DONCASTER 3) 
fan an sonttibe ysea_ back, 
‘ | Sesteeint ie A 
THIRD nae 
nes "_KING'g cross a eee ay 
Fig. 902. — Category mercantile RN 
A}, Ray. 


more generally issued by Transport Com- 
PANIES. 

In England, the list of sections over 
which ordinary passengers may travel is 
frequently followed by a list of longer 
ones which scholars (and sometimes wor- 
kers) can travel over for the same fare 
(fig. 890). In certain cases, this special 
availability only applies to certain hours 
of the day (*). 


Edmondson ticket — The Rho- 
itd. ——" Gateconry. Police 


904. — 
Rys., 
(Red. 4/5) 


Fig. 


desian 


Special tickets are issued elsewhere for 
all reduced rates and this comprises 
children and also dogs and luggage (*). 

It may be added that in London there 
are tickets for « pupils », and others for 
« guides » (fig. 906). Special tickets 
were formerly issued to teachers in Ire- 
land when their pupils were over 16 years 
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Red. 4/5). 


Ticket for training ship boy or 
friend — rth British Ry. 


Fig. 903. 


of age, and to governesses, if their pupils 
were under 16. 

Special tickets are also issued for re- 
creative travel : 


For boy scouts, both children and adults; 
For girl guides; 
For juvenile camping parties (8). 

It may be recalled, finally, that certain 
Companies sell packets of tickets which 


are exchanged for countermarks at the 


| eae 
, { 
PoLicewunicwre | «= RE S2T 9 | 
GES ) PARQUETS L.¢.0. TRANS 
= 
eae | PPL Gl 
: - | | NOT _TRANSFERABL 
SECLESSEALAS 2 |  ‘Thisticket Is available 
: @ i | for one journey on on 
foe bo fen 
} ae | Net avaliable on Sun— 
rm see a | _ days or Public Holldays. 
foe - Issued Subject to 
: i _ Council's by-laws 
owe : i Ten 
veoR | Tickettobe examined | 
CO Be eel ae 
oO oO 0 rt) | Back to passenger. 
SoM hae q sheers eninionenncnioese etn 
Fig, 905. — Bilineual blank Edmondson 


State Rys. — Category 


ticket, Belgian 
(Red. 4/5) 


Judicial Police Officials 


Fig, 906. — Soft card ticket, London County 
Council es — Category : Pupil or 
guide (Red. 4/5). 


1) In London; at Hastings, from 8 a. 


( 
(2) At Walsall. 
( 


3) Under 16 on the Mersey Ry. 


iil TO” ff 4p) quai 
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moment of use (). This is similar to 


; Form 108 _ ; 
i Ske Se ie es the American method, though the form is 
Newfoundland Railway different : these packets of tokens ie 
‘ERGYMAN’S” vs TICK sold at reduced rates, enabling scholars 
! a oe Abe gd oath and students to pay for their seats or buy 

ae ete way ds transfers cheaper than if paid for in mo- 


ney. This method is used not only by 
LG} fab fs—#& | » scholars but also by pupils at the profes- 
biect te rhe conditions pr#ited on back hereof. sional schools for whom special tickets 


TOR fe oe | are issued (*). 


2759 a4 ed mica! 2. 4. — Tickets for members of other 


This ticket is issue 


Certificate No... 


wo a ei im intellectual professions. — Two kinds 
Fig. 907. — Thin ecard blank ticket — New- of tickets only used a different eae 
foundland Ry. — Category : Clergy or nun tries come under this heading; one for 

— Issued on identity certificate (Red. 3/4). members of religious callings, the other, 


for artists. 


Gt. Western By: Gt. Western Ry. 
SPECL PICKERS }HOP™ pone 
AR speciat Sotura SPECIAL TICKERS 


PE ~~ CRADLEY 
TO (H.8) TO CH. od 


mE RADE BEWDLEY p= 
ac P 


Lae Third Class. 


L. BL, 8. RY. 


This Ticket i¢ isgned aabyect te the Printed 
ye. Sty tHe eu ena tations & Notices ofthe On AOE DENY 


CAMBO 


ae GWEEL SE : 3 ST. JOHN'S 


LONDONDERRY ene ro 


Be 


sees mst, Ge | 
— HRMS EMA | 


Edmondson tickets for various manual trades (Red. 4/5). 


Figo, 908. — Hop picker’s return ticket — Fig. 910. — Trimmer’s return ticket — Great 
Great Western Ry. — Parts numbered Western Ry. — Overprinted with « N » 
«1» and « 2 ». (night) in heavy type and « WK » in ske- 

Fig. 909. — Harvestman’s ticket — London- kenga tettens tor < workman: 
derry and Lough Swilly Ry., Teland, Fig. 911. — Sealer’s ticket — Newfoundland 


Ry. — With fae-simile of General Mana- 
ger’s signature. 


(1) At Chesterfield, packets of 50 tickets for 2/6 d. 
(2) « Trade puy pil’s. tickets » of the Connecticut Co. 
In New South Wales these are free. 
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GRANDS RESEAUX ET CEINTURES 


3¢ CLASSI. 


Permis spécial de circulation pour Propriétaires. 
Expéditeurs de bestiaux et Toucheurs. 
(Tarifs G.V. ot B. Ve 4-101). 


COUPON DWALLER 
tard le Jendemain dle la date 
de Vexpédition ou le surlendemain dans cep 


geen 


irghler gratuitementage 


ML 


jie 
— LS Se ee = = 
a La i bikes Se 
A ye peine de ‘nullité, ee permis doit étre timbré par Ia gare {oltinle 
je départ. 
Nota — fy ttulaire @ invita’ ta franebi 
ainsi quant transport grateit de ses chic 
(1) Voir les conditions detaillees day 
primées ait verso, 


(2) Nom de la personne aevempaynant (0) Nomis de la ga 
les bostiaux, ja pare destinataire, 


(3) Propriétaire, touchens, selontecas. (7) Points entre lesyaels la gratuits 
(4) Nombreet nature des animaux, est accordin, 
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UN Bee ly AN 


dit prey 
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Fig. 912. — Paper blank ticket for cattle owner, consignor or drover — French Main Line 
Companies and Oeintwre (Circle Lines) — Safety illustrated yellow background which 


has been enhanced when photographing the t 


To Europeans it may seen a matter of 
wonder that so many American Trans- 
port Companies issue special (paper) 
tickets to members of religious commu- 
nities who seem to travel a great deal. In 
order to identify them and prevent frau- 
dulent purchases, special « Clergy Bu- 
reaux » issue identity coupons in book- 
let form which the holders exchange for 
the cheap tickets to which they are en- 
titled (fig. 468). 

Band or other forms of paper tickets 
often have a space marked « clergy » in 
the same way as others are marked «half- 
fare » or « luggage », for punching when 
issued in this connection. In addition to 
these general tickets, there are special 
categories of tickets in America for 


Clergyman or nun, Newfoundland (fig. 907) ; 


icket (Red. 3/4). 


Minister (of the Church) United States; 
Nun or deaconess, Canada. 


In British countries and exceptionally 
elsewhere, special tickets are issued for 
artists travelling in groups or singly : 


Theatrical or music-hall artists, in KEng- 
land ; 

Theatrical party, Great Hastern Ry.; 

Music hall, theatrical, band, etc., Souwth- 
ern Ry. 


2. 5. — Tickets for traders. — Special 
tickets are issued for certain categories, 
especially for commercial travellers for 
whom all sorts of special tickets, single, 
return and seasons have been introduced 
in Great Britain, in America and else- 
where. 

In England « bulk travel » tickets (fiq. 
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304) have taken their place. Those who 
cannot return the same night then use 


Overnight commercial travellers tickets (+). 


Special tickets have also been issued 
for certain other commercial categories 

Dealer’s ticket (formerly in Ireland) ; 

Mercantile (fig. 902) ; 

Market tickets. 


The latter are in use nearly every- 
where, even on hght railways, tramways 
and “bus services. 


2. 6. — Special tickets for those foll- 


owing a manual trade. — Obviously 
workers’ tickets are the most widely used 
(« workmen » or « workwomen » in Eng- 
land, « workers » in New Zealand, « wor- 
kingmen » in America). In addition to 
seasons and multi-journey tickets, special 
tickets of various sorts are issued, which 
are only available at certain hours of the 


day. In England alone, for example, 
there are the following Edmondson 
tickets 

Workmen; 

Workmen (morning) ; 

Workinen (middle shift) (1); 


Workmen (night series) ; 


( 
( 
Workmen (late) (2); 
( > 
Workmen ( 


overnight). 


There are also, especially in English- 
speaking countries, special tickets for 
certain trades 


Hop picker (fig. 908) ; 
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Harvestman, harvestwoman, or again har- 
vester (fig. 909) (3); 

Reaper (4) ; 

Market gardener; 

Orange seller; 

Onion seller. 


and certain trades connected with the 
sea 


Fishworker (5) ; 
) 


3 


Fisherman (6 
Sealer (7); 


as well as other callings : 


Quarryman, in Wales; 
Munition worker ; 
Miner, in Amerika and Wales. 


To these must be added various spe- 
cial tickets for those accompanying cer- 
tain traffics 


Fruit messenger, in the United States (8) ; 

Banana messenger, in the United States(9) ; 

Cattleman (fig. 912) ; 

Caretaker accompaying livestock; 

Drover’s ticket, in England; 

Stock shipper’s or owner’s tickets, in the 
United States; 

Trimmer (fig. 910). 


Special tickets are also issued for va- 
rious categories of employees or ser- 
yants 


Representatives of agencies; 
Servants, in India; 

Attendants, pleasure parties; 
Golf caddie ; 

Groom in charge of race horses; 
Caretaker (10); 
Household removal, 


in England (fig. 913). 


(1) London North Bastern Ry. 
(2) Southern Ry. 


(8) Londonderry and Lough NSwilly Ry., Ireland. 


(4) North British Ry.. Scotland. 


(") Newfoundland Govt. Ry. 
(Ss 


(9 


Nt. Lowis and San Francisco Ry. 
(10) Southern Pacific, 


(4) London Midland and Scottish Ry. Londow North Hastern Ry. 
(") On the Scottish Companies as well as on the North Staffordshire Ry. 


Often as booklets of 25 coupons (Col, and Nn. Ry.). 
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Go 


There are special tickets for apprenti- it is a question of this or that railway — 
ces on both railways and tramways ('). unless the reduction granted varies in 
Road Transport merely issues special consequence. 


tickets for « workmen » (fig. 186). Employees are also issued variations of 


other categories of tickets mentioned el- 
sewhere, for example 


, 
Special excursions for employees; 
Week-end tickets for employees; 
Seasonal employees special round trip 
tickets, in the United States. 
Fig. 913. — Edmondson ticket for household 
removal — b. 'N. H. R. (Red. 4/5). 
2. 7. — Company’s employees. — In 
addition to being entitled to a certain 
number of journeys free, they are issued 
special tickets at reduced rates both for 
themselves and their families, as : 
Employees ; 
Relations of employees (fig. 914) ; 
Privilege tickets on the British Railways 
and overseas; 
egg privilege tickets, for railway em- Wie, 914. — Ticket for relation of employee, 
moves brit Pel dad Wie a iba issued at quarter price (and diagonally hi- 
Through privilege tickets, for mixed jour- coloured in consequence) — Paris-Orléans 


neys; Ry. (Red. 4/5). 

Foreign privilege tickets, for other Compa- 
mes’ employees; 

Interchange privilege tickets for other Com- 
panies ; 

Colonial privilege tickets, for employees of 
colonial railways ; 

Child privilege ticket, for children of em- 
ployees. 


Tickets for the wives or daughters of 
employees are surcharged with a large W 


(Woman) (2) or have a half-moon clipp- Fig. 915. — 50 Jo reduction ticket for mem: ; 
d f tl eee Therend bers of large families == Bicoloured as are 
ed out of the upper side (*). ere does all French half-price tickets — P. L. M. 
not seem to be any very good reason for he — Route hors aa Brinbed in two cs 

10 . a See fad Oa ours : green and black — Ticket’s number 
having pe eaty different Kinds of tickets repeated at both ends and once arranged on 
for employees — according to whether two lines (Red. 4/5). 


(1) New South Wales Govt. Rys., issued at 3/4 of the usual fare. 
(2) Nouwthern Ry., Great Western Ry. 


(CY Ws TE, IS ee, We, INE BL Weed wenattol: We feds WA Vox . 


(To be continued.) 
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[ 388. 14 (.43) ] 


British Railways’ « Square Deal » Claims. 


The problem and its solution. 


In Great Britain, like in other countries, the Railway Companies are faced 
with serious difficulties, the chief cause being competition from other methods 
of transport which adversely affects the railways whose activity is fettered by 


statutory regulations. 


The note we publish hereafter shows the original cause of the present posi- 
tion and its harmful effects, and states the steps the Railway Companies request- 
ed the Public Authorities to take in order to place all carriers on an equal footing, 
and to allow the railways to maintain their efficiency and thus go on contribut- 
ing their full share to the economic life of the country. 


For over 100 years the Railways in Bri- 
tain have been under the strict control of 
Parliament in all matters affecting their 
methods of charging, publication of rates 
and conditions of carriage. It is relief 
from these restrictions, which through 
time have grown completely out-of-date, 
that the British Railways are asking in 
their claims for a « Square Deal ». 

Briefly, their claims may be summed 
up under two headings : 

1. The repeal of existing statutory re- 
gulations of the charges for the convey- 
ance of merchandise, together with the 
requirements attached thereto, including 
such matters as classification, publica- 
tion of rates and undue preference. 

2. Like other forms of transport, the 
railways should be permitted to decide 
the charges and conditions for the con- 
veyance of merchandise which they are 
required to carry. 

In making these claims the Railways 
have stressed that when equality of con- 
ditions between all forms of. transport 
has been achieved, it would be proper 
that any regulation which may in future 
be applied to any one form of transport 
should (in appropriate shape) be applied 
to all others. 

The railways are handicaped by the 
fact that most of the controls of railway 
charges have been inherited from the le- 


gislation of last century. Classification 
had its beginnings in the canal and turn- 
pike charging methods; from the first it 
was applied to the railways, and since 
1803 it has been very greatly elaborated. 
The obligation to publish rates goes back 
to the Regulation of Railways Act, 1873, 
under which it was made obligatory on 
railways to keep books available for pu- 
blic inspection at their stations showing 
all the rates and charges in operation. 
The obligation. to give equality of treat- 
ment and to avoid undue preference was 
first laid down in 1845 and, as developed 
by the acts of 1854 and 1888, it is the law 
today. The only control which has not 


‘survived is the fixing of maximum char- 


ges. These charges, which date from the 
very beginning of railway legislation, 
were finally abandoned in 1921 in favour 
of variable standard charges. 

In 1921 a far-reaching measure was 
passed which not only carried through 
the amalgamation of the various lines 
into the four great railway systems we 
know to-day, but abandoned the whole 
principle of maximum charges and sub- 
stituted for it the principle of Standard 
Charges which are variable in relation 
to Standard Revenue. The main feature 
of the 1921 Act was the provision for the 
fixation by the Railway Rates Tribunal 
of standard charges at such a level as to 
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bring to the railways an annual net reve- 
nue (before remuneration of debenture 


capital) of approximately £€ 50 000 000. 


This figure was based on the revenue 
earned in 1913, and minor adjustments 
are made from year to year for additional 
capital raised to meet additional capital 
expenditure. With such adjustments to 
31st December, 1937, the yield would, if 
earned, be 4.7 per cent. of the capital re- 
ceipts of the four companies. In no year 
since 1928 has the Standard Revenue 
been earned. 


It was the broad intention of the 1921 
Act that these standard charges should 
replace all existing classified rates and 
exceptional rates, but provision was made 
for the continuance of certain existing 
exceptional rates. Any new exceptional 
rate more than 40 per cent. below the 
standard charge requires the express ap- 
proval of the Tribunal, and any new ex- 
ceptional rate less than 40 per cent. be- 
low the standard charge must be report- 
ed to the Minister of Transport. 

The system of charging on the basis 
of classification, though it is in many 
ways an admirable one, is clearly applic- 
able only where the transport organisa- 
tion operating it has a monopoly of all 
traffic. For its efficacy depends on pre- 
serving the balance between the goods 
which are carried at low rate, and those 
which bear larger shares of the overhead 
costs. As soon as this balance is disturb- 
ed the whole structure becomes, so to 
speak, bottom-heavy. This is precisely 
what has happened to British railways. 
The elaborate rate-structure which was 
developed during the nineteenth century 
was reaffirmed and extended by the 1921 
Act, and was founded on the notion un- 
derlying all the railway legislation — the 
notion that the railways were a monopo- 
ly. Between the passing of the 1921 Act 
and the day when its rate-fixing sections 
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became operative, that conception ceased 
to be applicable to the actual facts. 

Thus the 1921 Act perpetuated the re- 
strictions based on the railways’ mono- 
poly position at precisely the moment 
when the monopoly began to disappear. 
Even in 1921, the fact that the railway 
monopoly would vanish in the next ten 
years could hardly have been foreseen. 
But the 1921 Act, by failing to foresee 
this development, defeated its own ob- 
ject. 

The legislative system which the rail- 
ways inherited from the nineteenth cen- 
tury has become an intolerable burden in 
the changed conditions of the twentieth, 
and particularly so during the past 
fifteen years. During the latter period 
the Railways have made various repre- 
sentations to the Government on their le- 
gal disabilities, and have repeatedly 
pressed for equal treatment with their 
road competitors. 

In 1933, Parliament set up the Trans- 
port Advisory Council, to give advice to 
the Minister on transport questions ge- 
nerally, and in 1935 a Committee of the 
Council was appointed to investigate the 


- subject of service and rates. Their report 


was submitted to the Minister in July, 
1937. It recommended certain steps to 
be taken towards the creation of an or- 
derly rates system for the road haulage 
industry. However, no practical advan- 
ce has been made in this direction, and 
no steps have been taken by Parliament 
to implement the report. 

The Railways therefore submitted, in 
a Memorandum dated November 23rd, 
1938, that the existing statutory regula- 
tion of the charges for the conveyance of 
merchandise by railways, and the requi- 
rements attached to these regulations — 


such as classification, publication and 
undue preference — should be abolish- 
ed. The Railways, exactly like other 


forms of transport, should be permitted 
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to decide the charges and conditions for 
the conveyance of merchandise. This 
would entail the repeal of Part III of the 
Railways Act, 1921, and also of various 
other Acts and sections of Acts. 

The Railways further pointed out that 
they had no scheme in mind for em- 
barking on an increase of rates, either 
in general or as affecting any particular 
industry; nor did they contemplate mak- 
ing wholesale reductions and plunging 
into a rate war with other forms of 
transport. Their charges would be known 
and available to their customers just like 
the price list of any large manufacturer 
or retail dealer, and would be varied in 
the same way as circumstances might de- 
mand. 

The Minister transmitted the Railways’ 
claim to the Transport Advisory Council 
as a matter for urgent consideration, and 
at the suggestion of the Chairman of this 
Council, the Railways entered into dis- 
cussions on the subject of their claims 
with representatives of other forms of 
transport and various interests represent- 
ing traders. 

In a statement issued by the Transport 
Advisory Council on January 13th, 1939, 
the Railways amplified their proposals 
in certain directions, particularly from 
the point of view of safeguards for the 
protection of railway users. They pro- 
posed that there should be regular perio- 
dical meetings between the various trad- 
ing associations and the railway compa- 
nies for the discussion of railway rates 
and charges, trade prices and other mat- 
ters of common interest. 

If for any reason agreement on parti- 
cular points was unattainable, there 
would be procedure for appeal to some 
such body as the Railway Rates Tribunal, 
which would have power to decide on the 
reasonableness of the charges under dis- 
cussion. It would be open to any trader 
or body of traders to appeal to the Rail- 
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way Rates Tribunal against any charge 
fixed by the Railways. 

The Railways seek no alteration in the 
law relating to their obligation to provide 
reasonable facilities, through rates, or 
standard conditions of carriage, or their 
obligations as common carriers, and have 
agreed to accept a suggestion made by 
the Council that any legislation which 
may be introduced should be limited in 
its application to five years. 

Discussions between the Railways and 
representatives both of other forms of 
transport and of traders have been pro- 
ceeding, and considerable progress has 
been made. A basis of agreement has 
been reached with the road transport re- 
presentatives. The agreement includes a 
decision to set up a central consultative 
committee to arrange measures of co-or- 
dination, and envisages agreements on 
rates for particular commodities or par- 
ticular areas. It contains safeguards for 
the protection of trade and industry in 
the form of a right of objection to a ju- 
dicial tribunal. The Railways’ proposals 
will also help towards the ultimate aim 
of co-ordination of all forms of trans- 
port, because they clear the ground of 
all out-of-date restrictions which could 
not be applied to other forms. of trans- 
port, and so will permit Parliament to 
deal with transport charges generally and 
equitably over the whole transport in- 
dustry. 

Quite apart from their importance as 
indispensable servants of the nation and 
of industry, the railways themselves have 
a right to be recognised as one of the na- 
tion’s major industries. Directly, they 
employ about 600000 men and women. 
An interesting feature of their labour 
system is that railway employment is ge- 
nerally regarded as secure. This posi- 
tion is officially recognised by the fact 
that at least 400000 railway employees 
who would be affected are not brought 
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within the scope of the Unemployment 
Insurance Acts. The State is thereby re- 
lieved from the responsibility of provid- 
ing for potential unemployment among 
this large group of workers. 

The railways, moreover, are one of Bri- 
tain’s best customers. They buy annual- 
ly 15.000 000 tons of coal, 14 400 000 cu- 
bic feet of timber, 250 000 tons of steel 
rails, 18400000 bricks, 9000 tons of 
paint and varnish, and 2350000 yards 
of cloth. Thus the indirect employment 
they provide is considerable. The coal 
industry, in particular, is vitally concern- 
ed — for the railways consume 6 per 
cent. of the total output of saleable coal. 

No feeling of security about their fu- 
ture can be entertained so long as the 
railways are prevented from meeting 
road competition in regard to goods tratf- 
fic. The railways of Britain have main- 
tained for over a century their efficiency 
and their self-supporting status. They 
have, until recent years, been able to 
bear reasonable interest charges as well 
as to develop and expand their services 
as the needs of industry have grown. All 
this expansion, absolutely necessary if 
Britain’s chief industries are to have 
adequate and efficient service, must now 
stop. Not only this, but the decline in 
goods traffic has been so rapid and so 
disastrous for the railways that only im- 
mediate measures can prevent financial 
disaster. 

It no year since 1928, when the rate- 
fixing sections of the Act became opera- 
tive, has net revenwe been anywhere near 
standard revenue; in fact, the aggregate 
shortage is now more than £ 172.000 000. 
The results for 1939 so far offer a no 
more cheerful prospect. In the first ten 
weeks in this year, receipts are already 
down by £ 1 672 000 compared with the 
corresponding period of 1938. 
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There is adequate evidence to show 
that it is due to the carriage of goods by 
road. Their competitors are able to skim 
the cream of the railways’ most remun- 
erative freight traffics — the higher 
classes of merchandise, and, of course, 
are able to conduct their business un- 
hampered by anything resembling the re- 
strictions which the railways have on 
their charges. 

While business activity was 135 per 
cent. higher in 1937 and 6 per cent. high- 
er in 1938 than in 1929, all classes of 
railway traffic had declined. Signific- 
antly, however, while passenger traffic 
declined by only 6 per cent. in each year, 
and coal traffic, where road competition 
is less serious, by 6 per cent. in 1957 and 
10 per cent. in 1938, the receipts in the 
groups of freights most susceptible to 
road competition dropped by 14 per cent. 
in 1937 and by no less than 22 per cent. 
in 1938 

Up to the present, British Railways 
have been self-supporting. They have 
fulfilled the services demanded from 
them without any subvention or subsidy 
from the State, without assistance from 
the State in even a concealed form. Even 
the manner in which the Local Govern- 
ment Act of 1929 was applied to railways 
did not give them any relief, since it 
was limited by restrictions which were 
not imposed on any other industry. 

Subsidisation by the taxpaper is not a 
remedy for the railway crisis. It is hard- 
ly, indeed, a palliative. For the basic 
problem — the inability of the railways, 
because of statutory restrictions, to meet 
competition on equal terms — is not af- 
fected by it. Until that problem is dealt 
with, the railway problem will remain 
intractable. The solution can only be 
one which will give the railways legal 
equality with their competitors. 
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New coaches for electric traction 
on the Netherlands Railways, 


by E. BOLLEMAN KIJLSTRA, Engineer. 


(From De Ingenieur.) 


In 1935 the Netherlands Railways put 
eight articulated streamlined two-coach 
sets into service on the Rotterdam-Hook 
line. Their object was to obtain infor- 
mation as to the suitability of such stock 
for electric traction and, more especial- 
ly, to ascertain the saving in energy con- 
sumption to be obtained, as compared 
with the corresponding consumption for 
existing stock. 

It may be mentioned here that the 
length of the compartments is the same 
as that adopted for the diesel trains : in 
this way greater comfort is provided 
for the passengers. 

The floor area per passenger is appre- 
ciably greater, and has been increased 
from 0.64 m2? (6.9 sq. ft.) to 0.9 m? (9.7 
sq. ft.) in the second class, and from 
0.44 m? (4.7 sq. ft.) to 0.53 m2 (5.7 sq. ft.) 
in the third class, as compared with ex- 
isting stock. 

If a comparison is to be made between 
consumption figures per passenger-mile, 
which is the standard method of com- 
putation adopted by the Railway Com- 
panies, we must not lose sight of the fact 
that the saving per unit of floor area is 
larger. 

The energy consumption depends on 
the service conditions, i. e., on the runn- 
ing speed and frequency of stops, as 
well as on the way in which the trains 
are built. 

An effort has been made to effect eco- 
nomies both by reduction of weight and 
by the adoption of roller bearings and 
streamlining. It is, of course, evident 
that the weight and the roller bearings 


are of importance at starting, while at 
high speeds the effect of the streamlined 
shape is valuable. 

A large number of measurements with 
comparable trains made up of old and 
new stock, with the same number of 
stops and same maximum speeds has en- 
abled the overall effect of these three 
constructional factors to be determined; 
thus savings of 33 to 28 % per seat-mile 
have been recorded where stations were 
10 to 25 km. (6.2 to 15.5 miles) apart, 
and with a maximum speed of 100 km. 
(62 miles) per hour. The savings aris- 
ing from the adoption of streamlined 
forms will evidently be more apprecia- 
ble at higher speeds. 

The choice of the type of unit for fu- 
ture electrification schemes was finally 
influenced by both these considerations; 
to obtain the greatest possible flexibility 
in the make-up of the trains it was de- 
cided to order two-car and_ three-car 
units (figs. 1 and 2). 

The two-car articulated unit is very 
similar to the Rotterdam-Hook stock 
the three-car unit is made up of three 
separate coaches. This has enabled a 
gain of 10 m. (33 ft.) to be obtained in 
the train length, which gives greater ca- 
pacity in consequence, but only at the 
cost of an increase in weight of approxi- 
mately 660 to 750 kgr. (1450 to 1 650 
Ib.) per passenger. 

18 m. (59 ft.) has been adopted as the 
maximum distance between bogie cen- 
tres : this is a limit which up to the pre- 
sent has only rarely been exceeded in 
Europe. 
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The three-coach unit forms a_ block 
which cannot be split up in service : the 
draw and buffing gear between coaches 
is non-automatic and is not of the 
usual pattern. On account of the greater 
coach lengths, there is a greater relative 
displacement of the ends on curves. For 
this reason the use of ordinary buffers 
was impracticable, and the latter has 
been combined with the drawgear. 

In order to damp out any oscillations 
which might be set up between the ve- 
hicles, an arrangement has been adopted 
which has already been employed suc- 
cessfully by the Netherlands Railways. 
On account of the relative transverse 
movements between the bodies, how- 
ever, the application of this arrangement 
to the three-car units appeared more 
complicated than in the case of the twin 
coaches, the two bodies of which rest 
on a common bogie (fig. 3). 

In this way a rubbing movement is 
set up at the top and bottom of the 
coach ends, which favours steady runn- 
ing. At the top there is an arrangement 
of friction discs compressed by a spring 
to a load of about 1000 ker. (2 200 Ib.). 


ROOKEN — 


TLL IT) 


Note 


To obtain the required lightness with 
ordinary 37 A steel, use has been made of 
Mannesmann drawn tubes of square sec- 
tion for the body framework, and weld- 
ed beams of rectangular or round sec- 
tion for the underframe and certain bo- 


dy longitudes (fig. 4). The outside 
sheeting is of ample thickness : it is 


SS 


Fig, 3. 
tions of the coach ends for limiting hori-, 


zontal oscillations. 
show the extreme positions. 


: Rooken = smoking. — Niet rooken = 1 


— Coupling between the upper por- 


The lower diagrams 
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ear electric trains. 


O. H. draaistellen = between bogies centres. 


3 mm. (0.12 in.) thick on the side walls, 
and 2 mi. (0.078 in.) on the roof. The 
chief aim was to avoid the use of the 
costly methods of construction insepar- 
able from the use of light alloys, and 
stainless or high-tensile steels. 

In these circumstances, therefore, the 
body and bogies are constructed entire- 
ly of electrically welded 37A. steel. As 
is known, with structures subjected to 
alternate stresses, the advantages of St. 
52 steel for welding operations are not 
particularly great, and it is as well not 
to under-estimate the difficulties which 
may occur with its use. 


have led to the conclusion that where it 
is used in structures undergoing altern- 
ating stresses the advantages of this steel 
are not as great as was at first expected. 

After all, the coaches now being put 
into service by the Netherlands Rail- 
ways are not heavy. Obviously, there 
are always difficulties in making direct 
comparisons; however, the figures given 
in the table below may be taken as sa- 
tisfactory, if it is remembered that the 
French trains are built of stainless steel 
of a tensile strength of 60 to 65 kgr./mm? 
(41.3 Engl. tons per sq. in.) welded by 
the process known as « shot welding ». 


Netherland se iniysuase laren) lone us 79 
French State Rys’ set. 


Weight empty, 
metric (Hngl.) 
tons. 


ee | 
(UUW) 44 
66 (65) 


| 
Weight, ker, per 
linear metre 
(lb. per linear 
foot). 


Leneth, 
metres 


(feet). 


1795 (3960) 
1690 (3725) 


(144.8) 
39.2 (128.6) 


It is of course well-known that St. 52 
steel is used in coach construction 
abroad, but at the moment the tests carri- 
ed out in this connection in Holland 


In this connection it may be as well 
to mention further that the Netherlands 
Railways coaches have four traction mo- 
tors, while the French coaches have six. 
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Both bodies and bogies are electrical- 
ly welded, only best quality coated elec- 
trodes being used. As far as the method 
of construction is concerned the greal- 
est possible freedom has been given to 
the builders, so as to enable each of 
them to follow his own working method. 
In this way the best equipped factory 
makes all the welds horizontally by 
using revolving jigs and moreover the 
bodies had to be made in such a way 
that vertical welds and welds in the top 
were kept down to a minimum. 

All the welding work was strictly con- 
trolled. As might be expected, the weld- 
ing operations carried out on such thin 
sheets still required very special atten- 
tion being given to grinding and finish- 
ing, in order to obtain a pleasing extern- 
al appearance . 

The interior arrangements are very 
similar to those on the diesel units. In 
the second class coach of the three- 
coach unit the compartment design with 
side corridor has been re-introduced, as 
on the international-type coaches. It 
will be interesting to see which arrange- 
ment the public will prefer. Abroad, it 
would appear that there is a tendency to 
revert to separate compartments. 

In addition, a small kitchen has been 
provided, equipped with a refrigerator, 
coffee machine, oven, water heater, etc. 

The light-weight welded construction 
enables a greater vehicle length to be 
obtained with the same weight. 

With increased length a greater reduc- 
tion of width is necessary in order to 
avoid too great an encroachment on the 
loading gauge. It is therefore necessary 
fo concentrate on reducing the thickness 
of the side walls as much as_ possible, 
which enables sufficient width to be ob- 
tained for the corridor and seating spa- 
ce. One method of achieving this is by 
the use of fixed windows, which allows 
EL euan (oi 40) Hem, (Gl 1b/Y ii D tin) tim 
wall thickness. 

To meet the frequently expressed de- 
sire for larger window openings, the up- 
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Pio, 4, — Section of body framework. (The 
small arrows indicate welded joints). 


per part of the windows has been made 
to lift : this is effected by means of a 
handle fitted above the window. In or- 
der to obtain sufficient insulation, the 
lower window frames are made double : 
air which is as dry as possible is ad- 
mitted into the 6 mm. (1/4 in.) inter- 
vening space. It remains to be seen 
whether, in our damp climate, this 
amount of insulation is sufficient. 
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Heating is effected by fresh air which 
is blown in from outside, electrically 
heated and introduced under the seats. 
It is expelled through roof extractors of 
standard pattern. Naturally, an hourly 
renewal of 15 to 20 times the total com- 
partment volume requires a larger num- 
ber of thermal units to heat the com- 
partments than is generally the case. 

From this viewpoint the arrangements 
used in America which allow of some of 
the expelled air to be used again are 
more economical. However, preference 
should be given to systems which enable 
the greatest amount of air renewal to be 
obtained. 

On its way to the roof extractors the 
air passes over thermostats which 
switch the electric heater in or out. In 
this way automatic control is obtained. 

In summer, fresh, unheated air is 
blown in by the same method. 

Up to the present, complete air-condi- 
tioning has not been introduced on ac- 
count of its high cost. The air which is 
drawn in is merely made dust free. 

The width of entries and exits is 
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10 cm. (4 in.) greater than on the die- 
sel trains, and the vestibules are more 
roomy. Illuminated signs « In » and 
« Uit » (Out) enable passengers to dis- 
tinguish the entrance and exit vestibu- 
les from outside. Passengers have to 
alight from the vestibule forward of 
each compartment. 

It has been possible to increase the 
width of the doors in the ends of each 
train : in the long sides it has been ne- 
cessary to provide sliding doors, so as 
to dispense with hinged doors, on ac- 
count of the streamlined shape. 

Pneumatic control of the doors has 
not been resorted to for the time being. 

if quite a large amount of attention is 
being given in technical publications to 
the construction of coach bogies, this is 
undoubtedly because for several years 


efforts have everywhere been made to 


improve their design. The steady in- 
crease in running speeds has naturally 
had a great deal to do with it, and roll- 
ing stock suitable for 90 to 100 km. (56 
to 62 miles) per hour is often no lon- 
ger so at higher speeds. Moreover, 


Fig. 5. — Motor bogie. 
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as 


shock 


Fig. 6. — Spring ae with 
absorber, 


weight reduction has still complicated 
the problem. It is not certain, therefore, 
whether the bogies used for this electric 
stock will still be suitable in a few 
years’ time, or will be replaced by bo- 
gies with better running qualities. 

The bogie shown in fig. 5 has been 
designed on the lines of a type which 
has been successfully employed for cor- 
ridor coaches. It is of the well-known 
American pattern with a modification 
brought thereto in Sweden, in which the 
swan-necked equalising bar is replaced 


by a straight bar under the axleboxes. 
(For information regarding the bogies, 


see also the interesting report by Pro- 
fessor BAUMANN, and Reichsbahnoberrat 
F. JAEHN, presented at the 12th Railway 


Congress at Cairo in 1933. — Bulletin of 
the Railway Congress, December 1932, 
p:. 2251)2 


Advantage has been taken of exper- 
ience gained with the diesel trains to 
make various other’ improvements in 
this bogie; for example, in order to pre- 
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vent the vertical oscillations which ap- 
pear at certain critical speeds, owing to 
the absence of friction in helical 
springs, a simple type of shock absorber 
formed of specially shaped rubber has 
been adopted. This simple solution of 


the problem is all. that is needed. 
(Fig. 6). 
Furthermore, in order fo minimise as 


much as possible the transmission of 
-ail joint shocks to the bogie frame via 
the axlebox, a hinged joint has been pro- 
vided at « a». A similar type of hinged 
joint is also under test in the bogie cen- 
tre-bearing. 

A damper spring, i. e., a lightly loaded 
spring provided with rubbing plates 
lined with friction material, stretched 
transversely to the coach between the 
upper bolster beam and the bogie frame 
prevents bolster oscillation from becom- 
ing too great or too sustained. In addi- 
tion, as an experiment, approximately 
half of the pairs of wheels are provided 
with a cylindrical rolling surface, which 
certainly contributes considerably to the 
improvement of transverse movements. 

The question as to whether this will 
result in increased wear is still under 
examination; however, it is to be pre- 
sumed that the amount of wear will de- 
pend on the quality of the metal in the 
wheels and tyres. 

The wheels are of the one-piece type, 
forged and rolled, so as to be free of the 
loose tyre troubles inseparable from mo- 
tor vehicles. 

Fig. 7 shows a diagram of the lateral 
disc brake employed. 

In this type of brake, advantage is ta- 
ken of the high co-efficient of friction 
between brake linings and steel, a co- 
efficient, moreover, which remains con- 
stant at service speeds and temperatu- 
res. In addition, the wear of the mate- 
rial is very small. 

The advantage of this type of brake 
lies in the possibility of using a light 
construction with small brake cylinders 
and low air consumption. 


JuLy 1939 


GLEE 
Se 


Ce 


5 


\ 
NS 


i 
A WA 


Fig 


So 


Note : Ophangpunten = 

For regulating the air admission the 
Knorr-Lambertsen brake is used (see 
diagram, fig. 8). The compressors are of 
Westinghouse pattern. The brake is 
quick in response, will not leak off, and 
is capable of graduated release : it has 
proved its worth on the diesel trains. In 
anticipation of its being used on long 
10-coach trains, the quick-acting posi- 
tion has been provided with contacts 
which operate an exhaust electro-valve 


giving rapid exhaust throughout the 
length of the train. 
Here also the small brake indicator 


lamp which has been successfully em- 
ployed on the diesel trains has been fitt- 
ed. This lamp shows, in each driver’s 
cabin, whether a handbrake has been ap- 
plied anywhere in the train, or whether 
there is still some air pressure left in a 
brake cylinder, an arrangement which 
avoids the possibility of the driver start- 
ing up with the brakes on. 

A section of an axlebox is also shown 
vival Sie Fie 


VII—7 


BULLETIN OF THE INT. RamLway CoNnGRESS ASSOCIATION 


ISG 


Qa 


745 


NIU 


IAI 


I 
i 


NN 


\ 
LUCHT AANSLUITING. 


7. — Section of wheel showing disc brake assembly and axlehox. 


suspension points. — Luchtaansluiting = air intake connection. 


This axlebox is of the single race 
type, and has only minor points of dif- 
ference from the standard pattern. In 
America this is the usual arrangement 
adopted. Its great advantage lies in the 
freedom of movement of the axlebox on 
the journal, which ensures that the for- 
mer is not compelled to follow all the 
oblique movements of the wheel. 

The motors are supported on the ax- 
les by sleeve-type suspension bearings 
of ample dimensions; the armature 
shafts run in roller bearings. 

The rolling stock has been built ent- 
irely by Dutch firms, as follows 

53 articulated two-car units, by 
Werkspoor; 

37 X 2 end-cars for three-car units, by 
Beynes; 

37 centre cars for three-car units, by 
Allan. 

The maximum speed obtainable is 140 
km. (87 miles) per hour; the highest 
speed in normal service has been fixed 
at 125 km. (77 1/2 miles) per hour. 
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‘Hem.) DESCRIPTION, Item | DESCRIPTION. fans 

No. 3 7 No.| 5 No. & 

| | 

i 2 | Compressor air strainer. 15 | 12 | Brake cylinder (twin), B, 130/55/55, 29 | 2 | Pant 
2 | 2 | Compressor, 16 | 3 | 1/2” Check valve, V. 9. B type. 30 | 2 | Paw 
3 {| 21 Non-return valve. 17 | 2 | 3/4? Deadman’s valve. '3l 1) At 
4| 1} Oil filter. 18 | 2 | Deadman’s handle. S20 ween 
5 | 2 | Main reservoir. 19 | 2 | Deadman’s pedal. 33 | 1] Dra 
6| 1 | Safety valve. 20 | 2] Automatic coupler contro! pedal. 34 | 2 | Dup 
7 } | Air strainer. 21 4 | 3/4” emergency valve, A K 6 type. ‘ 
8 | 1 | Reducing valve, R. 38 type. 22 | 2 Driver’s brake valve contact for air release Cahiers | Be 
9 2 | Driver’s brake valve. valve. 36 2 | Pani 
10 | 2 | Driver’s brake valve handle. 93 | 1} Air release valve, BE. V. 59. Li type. 37 | 2 | Pan 
11 | 3 Triple valve, F. 11 type. 24 | 1 | Hand pump. 38 | 1 | Har 
12 | 3 | Auxiliary reservoir, 36-1, (2200 cu. in.) ca-|} 2 | ! erway anand a a 30) | BOnystse 
pacity. 26 | 2 |3-way pantograph cock. 40 | 2 | 1/2” 
13 | 3 | Release valve. 97 | 2 | Pantograph air reservoir, 41 | 2} Red 
14] 3 |G. P. cock (not installed). 2g | 4 |Pantograph air reservoir isolating cock. 42 | 2 | Che 
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DESCRIPTION. 


Horn operating button. 

Horn, 

Dust trap. ; 
Window wiper isolating cock. 
Automatic coupler isolating cock. 
3/4’ isolating cock. 


Coupling hose for main reservoir pipe and 
for train pipe, 800 mm, (2’ 7 1/2’) long, 
12—36 mm. (15/32’”,—1 7/16’’) diam. 


Pantograph supply coupling hose, 800 mm. 
(2) 7 1/2”) long, 21—36 mm. (13/16°— 
1 7/16”) diam. 


Coupling hose for pressure 
785 mm. (2’ 7”) long. 


Automatic coupler connecting hose, 2 500 
mm. (7° 6 9/16’) long, 21—36 mm. diam. 


Bogie connecting hose, 1000 mm, (3° 3 3/8’’) 
long, 16—38 mm. (5/8’’—1 1/2”) diam. 


gauge pipe, 


60 


= DESCRIPTION. 

=o = — 

2 | Pantograph connecting hose. 

2 | Automatic coupler connecting hose. 

3 | Air-brake contact. 

2 | Hand-brake contact. 

2 | Indicating lamp for brake contact. 
Automatic coupler check valve. 

... | Automatic coupler isolating cock. 

6 | Pipe line insulator. 

9 | (nsulating support, 

2 | Controller deadman’s valve pilot valve. 

1 | Connection with isolating cock for hose 

coupling. 

2 | Main reservoir drain cock. 

2 | Window wiper. 

9 | Antomatic coupler air cylinder. 
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Automatic apparatus for 
giving a constant warning 
speed of 


(Le Génie Civil, 


Road traffic over railway level cross- 
ings has for a long time past been claim- 
ing the attention of public authorities 
and the railways, as well as, very natu- 
rally, the users of the highways. The 
question is becoming more and more 
pressing owing to the growth of motor 
traffic. 

Few problems offer the technical ex- 
perts such varied difficulties, little sus- 
pected by the public. The latter has for 
some time settled on the ideal solution, 
the total abolition of all level crossings. 
Until such a step can be realised, one 
which would affect more than 30 000 
crossings in France and would cost 
hundreds of millions of francs and 
circumstances are hardly favourable just 
now — rail and road will continue to 
cross each other on the one level for 
many years before they avoid each other 
on different levels. 

This has been fully realised abroad 
and the fact must be equally well admit- 
ted in France. However, setting aside 
the rare cases where it is at present 
possible to eliminate the crossings, the 
reciprocal protection between rail and 
road at such places raises the problem 
of how to establish a method of work- 
ing, equally acceptable to both, answer- 
ing to the very different conditions pro- 
per to each, while ensuring their entire 
the minimum of incon- 


safety with 
venience. 

In seeking for a solution of this pro- 
blem, the first fact encountered is the 
question of the priority of rail or road. 
This indisputably belongs to the former, 


protecting level crossings, 
interval independent of the 
the train. 


15 October 1938). 


because the sudden braking of a train 
travelling at high speed is, if not a dan- 
gerous, at least a delicate operation, 
while the driver of a road vehicle must, 
by the very terms of the Highway Code, 
always have his speed under control so 
as to be able to stop in a short distance. 


Systems of protection, 


To adopt one and the same solution 
everywhere, based on the same principle 
throughout, would be far too rigid. If 
barriers appear unnecessary at one 
crossing, it may seem advisable, or even 
essential, to install them at another; if 
fifteen or twenty seconds warning suf- 
fices at one place, a longer one may be 
needed at another. A wide field is thus 
opened to the investigation of engineers: 
serial or simultaneous operation of bar- 
riers or gates, in one or in partial mo- 
vements, « parallel » or « scissors » 
fashion, on the spot or from a distance, 
and even the actuation of automatic 
stopping devices for bringing road 
vehicles or trains to a stop. The pro- 
blem is extremely complex and made 
more so by the need of choosing the time 
when operation shall occur or warning 
be given (length of warning interval). 


Methods of working traffic. 


Railway traffic is regulated in a clear 
and precise manner and moreover is 
controlled by a suitable signalling sys- 
tem; carefully installed, maintained, and 
periodically inspected, this signalling is 
adapted to all speeds run or practicable 
on rails. In addition, a railway trains 
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its staff specially to handle traffic cor- 


rectly and lays it down as fundamental. 


lo its rules that every railwayman, what- 
ever his grade, must render unhesitating 
obedience to signals. This is the A B C 
of bis profession. Even though the rail 
has not attained to perfect safety, it has 
at least taken considerable precautions. 

Does the same apply to the road? As 
nel, NO. 

However the Highway Code has been 
adopted from necessity, and road traffic 
signalling is in the course of being 
adopted in the same way (+). The high- 
way is therefore being equipped, and 
will probably be so more and more, 
with suitable signalling, like the rail- 
way, rendering their methods of work- 
ing more similar. The public will have 
to accustom itself to this, but to facili- 
tate things, something simple, plainly 
understandable, and certain in action, is 
required. 


Present principle of road signalling. 


Hitherto, at least in France, with the 
devices usually employed, the setting in 
action of a signalling system at a level 
crossing for giving warning that a train 
is approaching, has been effected at a 
certain definite point on the track; to 
avoid any delay this point has been se- 
lected at such a distance in rear of the 
crossing that the warning interval is 
fully sufficient for ensuring safety to 
road users with the fastest train. This 
procedure undeniably results in the 
warning being given foo soon in the case 
of slow trains, giving the road user 
faulty information and causing him loss 
of time. 

For example, if a « protective warning 
interval of 20 seconds » is decided on for 
a level crossing on a line traversed by 


(1) The streets of large cities offer an ex- 
cellent example of this; not only has the 
street traffic its own signalling, but recently 
even automatic signalling, a striking analogy 
with the rail. 
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railcars travelling at 150 km. (93 miles) 
per hour, the starting device must be 
installed about 800 m. (875 yards) from 
it; the consequence is that a goods train 
travelling at 15 km. (9.3 miles) per hour 
is announced more than three minutes 
before its arrival at the crossing. This 
lime warning is excessive and even dan- 
gerous, because the road user, soon rea- 
ising this defect, considers it no fault to 
go on the crossing in defiance of the 
warning if he is kept waiting a little lon- 
ger than usual. 


Rational principle of crossing protection. 


It is therefore easy to see why the at- 
lempt to discover a rational solution to 


the problem, of general application, 
should have attracted the attention of 


technical experts. The S. P. I. [Société 
Parisienne pour Industrie des Chemins 
de fer et des Tramways électriques, 
77, Boulevard Haussmann, Paris (8) | 
has designed one, and, after conclusive 
preliminary trials, is in a position to 
offer it to the railways. Having in mind 
the disadvantages of the constant dist- 
ance method, it has directed its inves- 
tigations to the use of a system operat- 
ing under a constant time interval. 

With such a system both the public 
and railway staff can be certain that, 
whatever the speed of a train, warning 
of its approach is invariably given at 
any particular crossing a given number 
of seconds before it reaches it. If the 
crossing has barriers or gates, the keeper 
is then in position to close them or keep 
them closed, thus reducing to the mini- 
mum the delay to the road user, who, 
being properly informed as to the con- 
dition of affairs, will no longer tend to 
get impatient. 

The management will also be able, if 
it judges it advisable, to make the oper- 
ation of the barriers, or any other de- 
vice it thinks useful, dependent on a 
constant time interval device, in addi- 
tion to the road traffic signalling, and 
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while selecting the length of the « ap- 
proach warning time ». If there are no 
barriers, the public will soon learn by 
experience that the appearance of the 
road signal indication means « instant 
danger »; people will no longer be 
tempted to cross the line when every- 
thing tells them that a train is on the 
point of arriving (not several minutes 
off); they will soon be educated up to 
the facts. 

The S. P. I. constant lime equipment, 
which acts totally independently of the 
speed of the train and of the existence 
or not of any material or effective means 
of protecting the crossing, lends itself 
to the most varied combinations, such 
as the actuation of mechanical devices, 
lights, electric or acoustic appliances, 
selection of the length of the « warning 
interval », etc... It thus possesses the 
character of the general solution consi- 
dered above. 


Essential characteristic of the S. P. I. 
« constant time interval » system. 


In rear of the crossing concerned and 
at a distance fixed in relation to the 
maximum train speed and the constant 
lime inlerval selected for the warning by 
the management, to suit the public and 
the railway staff, are fixed two induc- 
tors J, and J, (fig. 1). A'third inductor 
J, is placed immediately beyond the 
crossing, for the purpose of freeing it 
when the last pair of wheels of the train 
has passed, and restoring the whole of 
the apparatus to the normal condition. 

The motor M of the warning regul- 
ating mechanism is set in motion as 
soon as the front wheel of the train 
reaches the inductor J,. This motor, 
which has instantaneous starting and 
strictly constant speed features, rotates 
while the train is travelling from J, to 
J,, actuating a cam and putting a spring 
under tension. 

As soon as the first wheel of the train 
reaches the inductor J,, the motor cir- 


> 
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cuit is broken; the motor stops, but the 
spring put under tension unwinds itself 
and returns the mechanism to its ori- 
ginal position at a speed also kept con- 
stant by a step-by-step locking and re- 
leasing device. The ratio n of the rate of 
winding up the spring to that of un- 
winding it can be selected at will, but is 
always a constant for a particular set of 
equipment. 

Choosing the distances a from J, to J, 
and b from J, to the level crossing, so 


a 


1 i 
that “Fleas CDSURES that the spring 


Tn 

will arrive at the end of its stroke at 
the instant when the train reaches the 
crossing. 

The distance a is travelled in an in- 
ierval of time varying with the speed of 
the train. When the first wheel of the 
train passes onto J,, the regulating me- 
chanism through the cam of its motor 
closes a contact M, (figs. 2 and 7) set- 
ting the equipment ready to work — 
and does so at the end of a time interval 
T,, tnvariable from the very construc- 
lion of the mechanism, and hence inde- 
pendent of the speed of the train. The 
apparatus separates in this way the 
variable time interval which the train 
takes to cover the distance a into two 
intervals, namely : — the constant in- 
terval T, up to the moment of closing 
the contact M, and the variable interval 
t from that instant until the first wheel 
reaches J,,. 

As the regulating apparatus works in 
such a manner that the same division of 
the time occurs as the spring unwinds, 
but in the reverse order, while the train 
runs from J, to the level crossing, the 
final result is that the variable time 
taken to traverse distance b (fig. 3) in- 
cludes : 


— first, a variable interval nt, vary- 
ing as the speed of the train, at the end 
of which the contact M,, previously set, 
starts the warning apparatus protecting 
the road traffic; 
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Figs. 1 to 4. 
Explanation of French terms (in figs. 1 to 4) : 

Apparei lage actionné au P. = apparatus at level crossings set in action. — 
ig = level crossing. — Dictireben complémentaire = additional protec- 
tion. — Protection prealable 4 temps constant nT, = constant warning 
interval of time n Ty. — Temps constant = constant time interval, — Temps 
variable = variable time interval. — Temps variable do parcours (a ou b) = 
variable time interval for the distance a (or b). — Voie = track. 

— secondly, a constant time interval of preliminary protection while the 
ni, independent of the train speed, pre- train is approaching the crossing. Pro- 


ceeding the srrival of ihe train at the 
crossing, during which the protection of 
the latter remains effective; this protec- 
tion lasts until, as above stated, the last 
wheel passes over J.. 

Figure 4 represents these successive 
operations diagrammatically: it shows 
clearly the constant time interval nT, 


tection while it is passing over it de- 
pends on the length and speed of the 
train, acting on J, by its last wheel. 
Such are the essential characteristics 
of the S. P. I. system, which, it may be 
added, requires no source of current on 
the track. As it does not include any 
insulated rail, it avoids all disturbance 
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of signalling track circuits and is not 
subject to the difficulties sometimes en- 
countered in the use of track circuits of 
short length. It thus affords full secu- 
rity against variations in atmospheric 
conditions. 


Detailed explanation of the system. 


The inductors J,, J,, and J, are fixed 
between the sleepers (fig. 5). A wheel 
flange, passing through the air gap of an 
inductor, by varying the reluctance, in- 
duces an impulse of current in its wind- 
ing: this is used to actuate impulsion 
type relays, R,, R, and R, (fig. 6), con- 
nected to the indutiors Ube ae and J, res- 
pectively. 


Fie, 5. — View of 


apparatus on the track. 
cover over cable junction box. 

on which the inductor 
through a relay A, the feed 
circuit to the motor M which, as already 
explained, starts at once and turns at a 
strictly constant speed. Its spindle, act- 


The relay R, 
J, acts closes 


ing through gearing, actuates a cam and 
puts a spring under tension. 


Whatever be the speed of the train, 
the cam, after having turned through a 
fixed angle a (fig. 7), corresponding to 
a fixed time interval T,, closes the con- 
tact M,. The motor continues revolving 
through a variable angle 6 during a 
variable time interval f, at the end of 
which the first wheel reaches the in- 
ductor J,. At this moment, therefore, 
relay R, receives an impulse and, 
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through the action of relay B, the motor 
feed circuil is broken. 
Thus, between the closing and opening 
of the motor feed, a total time interval 
+ ¢ has elapsed during which : 


1. The cam, actuated by the motor, 
has turned through an angle y = « + B; 


a is a constant of the apparatus and 
corresponds to the amount of rotation at 
constant speed of the cam during the 
constant interval T); 

B is a variable angle, the greater the 


slower the train speed, corresponding 
to the amount of rotation at constant 


speed of the cam during the variable 
time interval lf. 


The spring has been put under ten- 
sion to an amount proportional to the 
angle y, that is to say, accordingly as the 
distance a between J, and J, has been 
covered at a higher or lower speed, or, 


in other words, accordingly as the mo- 
tor has rotated for a longer or shorter 
time. 


As soon as the motor circuit is open- 
ed, its shaft, under the action of the 
spring, begins to revolve in the opposite 
direction. By means of a step by step 
locking and releasing device D, released 
at the moment the motor. circuit is 
opened, the return of the cam to the 
dead point position is made to occur 
within an interval n times that of the 
time taken in putting the spring under 
tension, n being a constant of the ap- 
paratus. 

The track inductors are so installed 
that if a be the distance between J, and 
J,, and b that between J, and the cros- 


sing, we have: te — —- 
b n 

Let v be the speed of the train, assum- 
ed to be constant during the run from J 
to the crossing. The distance a between 
J, and J, may be divided into two por- 
tions x and y in such a manner that : 

x = vT, = distance covered by the 
train during rotation through angle a; 
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y = vt = distance covered by the 
irain during rotation through angle f. 

As the spring unwinds : 

While the cam is returning through 
the angle 6 the distance covered is ny. 
At this instant contact M, is opened, 
and, through relay C, the warning signal 
apparatus at the crossing is set in 
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While the cam is turning in the re- 
verse direction through the angle a, the 
train covers the distance nx. 

Now, nx = nv Ty = vf, with To= 
lps 

T is thus seen to be the time taken to 
cover the distance na, that is T is the 
warning time interval. 


action. It is clear that this warning time in- 
CL Contact ouvert X] Contact terme 
Fig. 6. — Diagram of 8. P. I. level crossing warning system when the system is in a 


condition ready to work. 


The contacts actuated by a particular device are 
For example, the contacts on relays Ry. 
Those on relay H, are marked E,, Ee, E,. 


Note. — Contact ouvert (fermé) 


Bigs 7. 


Note. Came Moteur = motor, — 
Botoir = fixed stop, — Arrét = moving stop. 


can. 


indicated by its reference letter and index number. 
Ro, Rs are marked are marked R,,, 


219 aie 


= contact broken (closed). 


terval T is independent of the train 
speed; it is, in fact, the product of two 
constants of the apparatus, T, and n, 
and hence is itself constant. 

The problem is completely solved if 
the warning time interval desired and 
the maximum and minimum _— train 
speeds on the line are agreed upon. 

When the train reaches inductor J,, 
situated immediately beyond the cross- 
ing, the relay E is energised, but a con- 
denser, shunted across it, keeps its ar- 
mature attracted during the intervals 
between pairs of wheels. As soon as the 
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last one has passed, clearing the cross- 
ing, relay R, finally opens its contact 
and relay E returns to normal after the 
condenser has discharged. 

By means of this relay, the warning 
signal at the crossing is kept in action 
until the last wheel has gone by; then 
only does the protecting apparatus re- 
turn to the normal position. 

This resetting to normal may in cer- 
tain cases be made dependent on the 
passage of several trains, particularly in 
the case of level crossings on multiple- 
track lines. 

Jf the constant time interval device 
is used for actuating some material 
means of protecting the crossing (bar- 
riers or gates, for instance) the whole 
equipment is arranged to afford such 
protection until the last train concerned 
has passed clear of the inductors J, at 
the crossing. ; 

If the apparatus actuates road traffic 
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lights, it is advisable to avoid all 
chances of a mistake on the part of the 
road users who, seeing the red lights 
still showing after one train has passed 
(while another, the approach of which 
they are not expecting, is coming), 
might imagine that the lights were con- 
tinuing to show through some defect 
and think themselves authorised to pass 
over the crossing at the wrong time. In 
such a case the system includes a sup- 
plementary warning device, formed by 
one or more illuminated signs bearing 
the inscription : 


REMAIN WAITING 


which light up automatically by means 
of a relay suitably connected in the cir- 
cuits. This condition lasts until the last 
train for which the warning is showing 
has passed clear of inductor J, on its 
own line. 
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OBITUARY. 


Clement COLSON, 


Honorary Vice-President of the French Council of State, Member of the «Institut de France », 
Honorary Member and former Vice-President of the Permanent Commission 


of the International Railway Congress Association. 


We heard with the deepest regret ot 
the death, in March 1939, of M. Clément 
COLSON, honorary Member of the Per- 
manent Commission of the International 
Railway Congress Association, and for- 
mer Vice-President of the Executive 
Committee. 

With him, one of the men who were 
the most actively connected with the life 
of the Railway Congress Association has 


now passed away. During many years 
he took an active part in the manage- 
ment of this Organisation; little was 
done, few decisions were come to with- 
out his intervention, and this often at 
his own initiative. He took a hand in 
the general organisation, the preparation 
of the sessions, in all the principal ga- 
therings held on the occasion of the 
Congresses, and in the discussion of the 
most interesting questions. We have a 
vivid recollection of the brillant part he 
took, at the Madrid Session (1930), in 
the debate on the question of road 
competition and the masterly way in 
which he made the Congress express the 
wish containing the essentials of the 
claims of the Railway Managements. 
That our Association set a high value on 
his collaboration will not surprise those 
who know his life, his work and the 
eminent place he held in his own coun- 
try. M. Conson, who was an ergineer 
and a versed economist, was also an au- 
thority on matters of transport, public 
works, political economy and finance. 


He was born at Versailles on Novem- 
ber 13th, 1853. After studying at the 
« Lycées » of Metz, Lille and Paris 
(Saint-Louis), he entered the « Ecole 
Polytechnique ». As a civil engineer, he 
entered the Council of State where he 
spent his whole carreer. He was ap- 
pointed « Maitre des Requétes » (repor- 
ter) in 1883, State Councillor in 1892, 
Chairman of the Financial Section in 
1920, and finally Vice-President of the 


Council of State in 1923, which post he 
held until he retired, in 1928. From 
1894 to 1895, he was Director of the Rail- 
way Department at the Ministry of Pu- 
blic Works and during his tenure he 
exercised considerable influence over 
the High Administration and economic 
circles. 

Besides being an official, M. CoLson 
was also a professor. He taught political 
economy at the « Ecole des Ponts et 
Chaussées », the « Ecole Libre des Scien- 
ces » and « Ecole Polytechnique ». His 
six-volume course on Political economy 
extended his reputation outside his own 
country. His work « Transports et Ta- 
rifs » had become classic. 
a number of other works which cannot 
be enumerated here. He contributed al- 
most regularly from 1896 to the « Revue 
Politique ef Parlementaire », a quarterly 
review on transport problems. 

In 1910, M. CoLtson was elected a mem- 
ber of the Academy of Moral and Politic- 
al Science, in the political economy, sta- 
tistics and finance section. He also had 
been President of the Society of Political 
Economy, Paris. 

His participation in the work of our 
Association dates back to 1889, when he 
presented a report on Question XVIII — 
Railways and Waterways — to the Ses- 
sion held that same year. He took part 
in the St. Petersburg Session (1892), for 
which he drew up a report on Question 
XXXIX — « The Statute of Light Rail- 


Ways ». 


He published. 


y 


M. CoLtson was elected a member of 
the Permanent Commission in 1894. 
Besides his active participation in the 
Management of our Association, he was 
also a reporter at the Paris (1900) Ses- 
sion (Question XXXVII Influence of 
light railways on the natonal wealth) ; 
at the Washington (1905) Session (Ques- 
tion XVIII : Direct financial co-operation 
of the State and localities interested. in 
the development of light railways); at 
the Berne (1910) Congress, in collabor- 
ation with Mr. L. MARLIO (Question XII: 
Railways and waterways). He was the 
Chairman of the 4th Section — General 
—. of that Session. He also attended the 


Rome (1922), London (1925), and Ma- 
drid (1930) Congresses, as Vice-Presi- 


dent of these Sessions and Chief delegate 
of the French Government. 


M. CoLson was elected Vice-President 
of the Permanent Commission in 1913. 
He relinquished this post in 1935, at the 
end of over forty years’ co-operation to 
the activity of our Association. M. Co.- 
SON was then elected Honorary Member 
of the Permanent Commission as a token 
of the high esteem in which he was held 
by his colleagues, and in recognition of 
his untiring devotion to the work of the 
Association during his long carreer. 

M. Couson held the 
the Legion of Honour. 

We wish to convey our sincerest sym- 
pathy to his family. 


Grand Cross of 


The Executive Committee. 
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